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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








THE LABORER AND HIS HIRE 


HE Congressional disclosure of salaries received by 

corporation employes on which they paid income 
tax for 1934 makes railroad presidents, the maximum 
salary paid to any of them being $60,000 a year, look 
like a bunch of office boys. Of course, that is a tidy 
little salary but, compared to wages paid to many 
others, from movie stars to corporation presidents in 
other lines of business, it is chicken feed. Railroad 
presidents until recently ranked a little higher in the 
scale, but even then they were, comparatively speaking, 
pikers, for $150,000 was, even in those times, an unusu- 
ally high salary in their business. The reduction to the 
$60,000 maximum was the result of pressure brought 
to bear by the Federal Coordinator of Transportation, 
though he issued no order and the railroads said they 
were contemplating such a move anyhow. If the reduc- 
tion be credited to him, still it is one of the few things 
accomplished by his office, which will finish three years 
of functioning next June. 
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The public may now have authoritative informa- 
tion, not only with which to satisfy its curiosity but on 
which to base opinion as to whether the men in the 
high salaried brackets are overpaid or underpaid, in 
comparison with their neighbors—for what good that 
may do. Whether it does any good or not, the table is 
interesting, not only in the matter of comparisons of 
salaries of men in the same kind of positions, generally 
speaking, but as to differences between the compensa- 
tion earned in one line of endeavor as against that paid 
in an entirely different line. For instance, Mae West, 
of “come up and see me some time” fame, gets a salary 
of $339,000; Bing Crosby, the crooner, gets $192,000; 
Arthur Brisbane, editorial writer, gets $265,000; Frank 
Knox, publisher of the Chicago Daily News, gets $75,- 
000; John McKinlay, president of Marshall Field and 
Company, gets $60,000, the same as the maximum paid 
to a railroad president; Sewell Avery, president, Mont- 
gomery Ward and Company, gets $100,200; Charles 
M. Schwab gets $250,000; Edsel Ford, $90,000; Gary 
Cooper, movie idol, $139,000; W. C. Teagle, president, 
Standard Oil Company of New Jersey, $125,000; W. S. 
Gifford, president, American Telephone and Telegraph 
Company, $210,000; F. B. Davis, president, U. S. Rub- 
ber Co., $125,000; G. W. Hill, president, American 
Tobacco Company, $187,000; F. H. Ecker, president 
Metropolitan Life Insurance Company, $150,000; B. D. 
Miller, president, F. W. Woolworth Company, $337,000; 
P. G. Johnson, president, American Aircraft, $72,620; 
C. C. Conway, chairman, Continental Can Company, 
$295,000—but that is, perhaps, enough. 

It would seem that, however much the publica- 
tion of these facts may inflame the minds of those who 
believe everybody who has over four dollars in money 
is a public enemy, it also shows that railroad execu- 
tives are not now and have not been overpaid, judged 
by what stockholders or directors in other lines of busi- 
ness believe their servants are worth to them. Maybe 
they all get too much or maybe some of them get too 
little, but everything is comparative and the facts at 
least show that railroad presidents are not entitled to 
be cartooned as bloated capitalists with scarf pins made 
in the design of the dollar symbol. Indeed, many of 
them may wish they had cultivated their talents for 
crooning, or writing, or just mere merchandising. 


COMMERCE LIBRARY 
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CONFUSING TACTICS 

HE growing tendency of railroads to go also into 

the business of motor transportation gives rise to 
a great deal of confusion—at least on our part—and 
conversations with railroad men with a view to clear- 
ing it up rather add to it. They do not seem to have a 
much clearer idea of what they are trying to do than 
we have. They explain, of course, that, since a great 
deal of business is going to busses, they might as well 
have some of it by operating their own busses. That, 
of course, is comparable to the act of a merchant who, 
finding the demand for the kind of stock he is carrying 
is dead or waning, substitutes something else that he 
can sell. So far so good—if or to the extent that the 
railroads admit that there is something else that the 
public wants more than it wants the rail kind of trans- 
portation and they are willing to admit that they can- 
not turn the tide. 

But how about it if—as they do—they continue 
to offer both rail and bus transportation to the same 
points? Just how does the solicitor or agent charged 
with selling bus transportation talk about the rail- 
roads, and how do the railroad passenger traffic men 
talk about the bus? Does each “knock” the wares of 
the other and try to sell his own, or does each admit 
that the other has certain things in his favor and let 
the buyer take his choice without persuasion? If the 
latter, how have the railroads been able to stifle the 
desire of such a man to “make a showing” for the line 
he represents and for himself? 

Again, though an individual railroad may adjust 
its sales efforts and its propaganda to divided interest, 
how can it be in accord with the “institutional” propa- 
ganda of “the railroads,” which is, among other things, 
that the bus has an unfair advantage, in many re- 
spects, and that it is uncomfortable and unreliable in 
comparison with the railroad train? We recently saw 
some correspondence between a railroad passenger de- 
partment and a passenger who was disgruntled because 
of bad train service in the recent cold weather. The 
passenger official first justified the poor service on the 
ground that it was no worse than that of other rail- 
roads under the same conditions, and then paid a glow: 
ing tribute to the railroads because they “do get there, 
even if late” despite bad weather conditions, whereas 
other kinds of transport do not. That railroad does not 
operate a bus line. Suppose it did. He certainly could 
not have “knocked” the bus line by saying any such 
thing; would he have explained that, “if you had taken 
our bus line you would have encountered no such 
trouble?” 

We are are not trying to say either that the rail- 
roads should or should not go into the bus (or truck) 
business in competition with themselves; we are 
merely pointing out some of the inconsistencies that 
arise from such a course and that are, perhaps, per- 
plexing them as much as they perplex us. To the 
extent that they are in the motor transport business 
they cannot be heard to complain about conditions that 
unfairly favor the motors as against the rails nor to 
talk too much about the superiority of train travel over 
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bus travel. Perhaps that is one reason why their pub- 
licity policy is so inadequate. And surely the interests 
of railroads that have no bus or truck lines are not 
identical, in this respect, with those of the railroads 
that have such accessory services. 

Railroad ownership and operation of bus and truck 
lines has spread farther than most people realize, we 
believe. There are railroad bus lines for instance, from 
Chicago to the Pacific coast. It is a development that, 
as it grows, may have more and more bearing on trans- 
portation policies and railroad attitudes. We imagine 
a good deal of it is due to no carefully thought out 
plan, but to sporadic desire to get back some of the 
business that is going to others. We should say it was 
time for the railroads, as a whole, to decide to just 
what extent they believe it is wise to admit that motor 
transport is more easily sold and more desirable than 
rail transport; to just what extent they intend to go 
into the motor business; and to just what extent they 
intend to abandon the railroad business as anti- 
quated and inadequate. Until there is a much clearer 
picture of what is being done and planned, the observer 
is at a loss how to explain some things—and railroad 
men seem to be at almost as much of a loss. 

If the railroads would, for instance, decide on sys- 

tem policies of abandoning branch or feeder lines and 
substituting bus lines for them, confining rail travel to 
long hauls and furnishing no bus service for such 
hauls, that would be an understandable and, perhaps, a 
wise policy. At least it would be a consistent one. Sub- 
mitted to the Interstate Commerce Commission it could 
be passed on by that body. As things are now, how- 
ever, each railroad seems to be working out its own 
ideas without much definite plan—certainly no general 
plan—and the railroad that has no plan at all of this 
sort is still shouting about the superiority of the train 
over the motor vehicle while the one to whom he is 
shouting points in derision to the neighbor railroad 
that is operating busses or trucks and trying to get 
business for them. 
} We do not pretend to be able to pass on the merits 
of the Kansas Southwestern Railway abandonment 
case, reported elsewhere in this issue, but Commis- 
sioner Mahaffie is acquainted with them and, in this 
connection, it is perhaps worth while calling attention 
to his dissenting views. We have a great deal of sym- 
pathy with them, in general. He points out that motor 
transportation has changed the situation so that the 
railroads ought to be allowed to alter their map—that 
is, they ought to be allowed, as we understand his idea, 
to abandon rail service where adequate service is given 
by motor vehicles and the railroads are willing to quit 
the field. Of course, they ought. There is no justice 
in compelling them to continue their service, where 
other service is adequate, when they have to operate 
at a loss, just because patrons want all the service they 
can get, no matter at whose expense. Perhaps the rail- 
roads ought to substitute their own bus or truck serv- 
ice for the rail service they wish to abandon, but that 
is a matter for them to decide. 
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Current Topics in 
Washington 





Above the wails, above the welter of 
words and some shrill cackles of the I-told- 
you-so chorus following the smashing of the 
widespreading triple A by the Supreme Court 
of the United States, looms the fact that, if 
the present majority in Congress and the 
President in the White House desire the sort of legislation 
typified by the national industrial recovery statute and the 
agricultural adjustment administration legislation, they must 
persuade Tom, Dick and Harry, typifying the people of the 
United States, to change their Constitution. The rock of 
Gibraltar may be in the process of being worn away by the 
waves that beat about its base. The Constitution of the United 
States may be disintegrating under the waves of panaceas that 
are brought forth every time we get a business stomach ache. 

But it may be suggested that the decisions in the NRA 
chicken case and in the AAA cotton processing case indicate 
that the Supreme Court is mentally incapable of saying that 
the Constitution is not an obstacle to the free flow of the waves 
of panaceas, many of which seem to resemble panaceas tried 
hundreds and thousands of years ago and abandoned because 
they were not cures, as imagined. 

At the risk of disgusting well informed men, it may be 
suggested that the only duty the Supreme Court has in such 
cases is to compare the statute with the Constitution to de- 
termine whether the thing done fits in the pattern of things 
authorized by the Constitution to be done by its creatures, 
the President of the United States and the Congress of the 
United States. The fwo, in the enactment of statutes, con 
stitute the legislative power. 

It has not a scintilla of power to judge the statute on 
the question of its wisdom or its foolishness. That question can 
only be answered at the polls, if the act is within the pattern 
of the law enacted by the people when they framed the Con- 
stitution and by that instrument, created three agencies to exert 
— power—the Congress, the President, and the Supreme 

ourt. 

A point in connection with the NRA and the AAA is that 
the schemes set up by them were never considered by the 
people of the United States. They were taken out of the blue 
of the sky by the President and his advisers. They were en- 
dorsed by an emotionally wrought up Congress composed, it 
is believed, of men imbued with Messianic mission ideas and 
men whose highest thought was how to hold on to $10,000 a 
year jobs surrounded by desirable perquisites. 


The nine old men of the Supreme Court in black silk 
Mother Hubbards, to adopt a smart Aleck description of their 
official raiment, being free of political ambitions and assured 
of their salaries during good behavior, have given it as their 
cold judgment that the emotionally exalted or otherwise moti- 
vated legislative branch, went far beyond the limits set in the 
Constitution in what it did when it provided NRA and AAA. 

Even if the justices, as men entitled to vote for or against 
the President and the members of Congress, when they act as 
ordinary citizens, believed the things done were most excellent 
and just the things to have been done for the salvation of their 
country, it was still their duty to say they were not authorized 
by the Constitution. Mental honesty required them to vote 
according to their judgment on the facts, regardless of what 
they think about the merits of the two statutes stricken down. 
All of which suggests that if the supporters of the new deal 
ideas, whether Democrats or Rebublicans, think the statutes 
were good and should be made the law of the land, they should 
start a campaign for amendments to the Constitution permit- 
ting legislation that, in the estimation of the court, would re- 
sult in the abolition of the states and local self government. 


Like Gibraltar 
Stands the 
Constitution 





Inasmuch as the Commission is not a ju- 
dicial body, it cannot be contempt of court 
to discuss a subject that is before it for de- 
cision. The subject is passenger fares. As- 
suming, as many do, that the result of the Commission’s con- 
Sideration will be a finding that the eastern district carriers 
should displace the basic fare of 3.6 cents a mile with one of, 
Say, 3 cents a mile in Pullmans or 2.5 or 2 cents a mile in day 


Passenger 
Fare Thoughts 
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coaches, it is believed the eastern carriers will go to court for 
an injunction against the enforcement of such an order. 

One of the arguments against such an order, it is believed, 
would be that it was an invasion of the field of management 
and would result in reduction in revenues of already harassed 
carriers. One of the arguments in behalf of a reduction is that 
the southern and western carriers, by reducing their fares, in- 
creased their revenue. The implication in such an argument is 
that continuance of the fares supposed to be too high will re- 
sult in losses. But that did not follow in the case of the eastern 
carriers in the year ended with October last. The Commission 
says so in its annual report, published January 7. In the event 
of court proceedings in the passenger fare case, it might be 
asked whether the Commission’s declaration in its annual re- 
— will be mentioned in the court room. The declaration 
ollows: 


The situation with respect to the level of the passenger fares 
maintained in the respective major districts of the country remains 
practically the same as outlined in our last report. The constant 
decline referred to in passengers and revenue seems to have struck 
its lowest level, but while the eastern carriers are just about holding 
their own in that respect, the southern and western carriers under 
their experiemental reduced fares have shown steady and encouraging 
increases in both passengers carried and revenue received. 





In opening a political campaign in 
Massachusetts, Senator Dickinson of 
Iowa, asked whether President Roose- 
velt “intends to spend the taxpayers’ 
money to keep the AAA corpse stag- 
gering about until it has served its 
vote-getting purpose next November.” 

That, of course, is a politician’s sneer at another politican. 
It serves, however, to direct attention to the fact that there is 
no power to compel either President Roosevelt or Congress to 
obey the implication of the Supreme Court’s decision in the 
AAA case, to pay out no more money on its account. 

Conscience is the only agency that can compel either the 
legislative or the executive branch of the government to obey 
the law as it is declared by the Supreme Court, the representa- 
tive of the judicial power of the people. The court has no army 
to enforce its decrees. It has a marshal, a fine gentleman 
named Green, who leads the procession when the president-elect 
takes the oath to defend the Constitution on inauguration day. 
It might be suggested that he would not get far either in trying 
to whip the capitol police employed by Congress, or the army 
and navy of the United States, commanded by the President, 
in an effort to compel obedience of Congress and the President. 
The latter’s oath requires him faithfully to execute the laws 
of the United States but, in effect, he is the judge of what con- 
stitutes a law. He cannot be forced to acknowledge a decree 
of the Supreme Court as a law. He can be thrown out of office 
on election day or by impeachment on some other day. 

Andrew Jackson, about a hundred years ago, repudiated a 
decree of the court entered in Worcester vs. Georgia, 6 Peters, 
512. The court had ordered Dr. Samuel A. Worcester’s release 
by the Georgia authorities from the Georgia penitentiary 
whither he had been sentenced for dwelling among the Indians, 
as a missionary, contrary to a law of Georgia, forbidding whites 
to live among the Indians it was trying to get off what it 
claimed to be its soil, The law was passed after Worcester 
had started living among them. 


“John Marshall has rendered his decision; now let him en- 
force it,” said Jackson, when it was suggested that he should 
enforce the court’s mandate. Worcester, who later set up the 
first printing press in what is now Oklahoma, served in the 
penitentiary until the governor of-Georgia released him. Next 
August it will be a hundred years since Dr. Worcester set up 
the first printing press in Oklahoma. The Oklahoma newspapers 
have already started celebrating the event. 

The court, by way of comment on executive refusal to carry 
out its mandates or to respect them in the matter of money, 
has pointed out that it has no armed force to command obedi- 
ence to its decrees. 


No One Can Make 
President or Congress 
Obey Supreme Court 





Because rents for houses and apart- 
ments in Washington are higher than 
some congressmen like to pay there is 
talk of Congress putting a rent law on 
the people of the District of Columbia 
based on the theory that there is such 
a shortage and the emergency is so great that the fixing of 
prices by law is warranted. Hundreds of newspaper advertise- 
ments offering living quarters in apartments and whole houses 
testify that there is no physical shortage. The shortage is in 
quarters commercially worth $150 a month for about $65 or $70. 
Because of that sort of shortage there has been talk about 


Pity Congressmen; 
They Can’t Pay 
Their Rent 
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the government putting up houses for congressmen. They have 
already been provided with offices, at public expense, probably 
much better than most of them ever had in which to do busi- 
ness. 

“There’s a good deal to be said for the proposition of build- 
ing homes for congressmen and employes of the government,” 
Secretary Ickes, Pooh Bah of the boon doggling agencies of 
the government, said to a newspaper reporter. Mr. Ickes prob- 
ably has some of the $4,880,000,000 of “relief” money that he 
might use for that purpose. 


“Such projects certainly would be self-liquidating,” Mr. 
Ickes added. They would be if congressmen and employes oc- 
cupying them could be forced to pay the full cost, something the 
4 aaa barge line, for instance, has never been required 
to do. 

Wherefore, it might be asked, why think that congressmen 
and employes would pay the full cost? The country, if the gov- 
ernment built such structures, would be lucky if an act of Con- 
gress did not furnish them rent free in recognition of patriotic 
(?) services rendered by their occupants. And the poor “boobs” 
of taxpayers would be expected to pay the higher costs of 
operating the government for the District of Columbia caused 
by such a burden of tax-free quarters, because they were owned 
by 6 ler ta and police and fire protection for them.— 


REVENUE FREIGHT LOADING 


Revenue loading the week ended January 4 totaled 541,984 
cars, 75,305, or 16.1 per cent, above the preceding week, 44,710, 
or 9 per cent, above the corresponding week last year, and 
41,171, or 8.2 per cent, above the corresponding week in 1934. 
Miscellaneous loading totaled 199,957; merchandise, 124,074; 
coal, 146,374; grain and products, 25,073; livestock, 11,014; 
forest products, 21,253; ore, 4,735; coke, 9,504. 

Freight traffic on the railroads of the United States was 
greater in 1935 than in any year since 1931, according to the 
Association of American Railroads. (See Traffic World, Jan. 4). 


Complete reports for the year showed that 31,518,372 cars 
were loaded with revenue freight in 1935. This was an increase 
of 672,412 cars or 2.2 per cent above the number loaded in 
1934, and an increase of 2,298,320 cars or 7.9 per cent above 
1933. It also was an increase of 3,338,420 cars or 11.8 per cent 
above 1932, but a reduction of 5,632,877 cars or 15.2 per cent 
under 1931. Total loadings by commodities in 1935 compared 
with 1934 follow: 


Per cent 

: 1935 1934 increase 
Grain and grain products ............. 1,577,155 1,645,893 4.2* 
NEE oad 05 CENonks oss aNe RENO OS 714,523 1,074,457 33.5* 
SG eh teal died BAS es GR Oe eens Boke 6,147,373 6,135,428 2 
0 SE ee ape er enrogy eres 345,895 333,017 3.9 
as ans pana nh dominion an’ 1,382,940 1,148,929 20.4 
ECS Twa sane ehh wsh wine onn ss cane ae 993,171 793,169 25.2 
Dn, Ma A Ba we scsccaawnes 8,121,743 8,241,390 1.5* 
Re ee ere 12,235,572 11,473,677 6.6 
PE nh 66 beabbbsdvwinc unas abe uae 31,518,372 30,845,960 2.2° 


Loading of revenue freight for the week ended December 
28 totaled 466,679 cars, an increase of 41,275 cars or 9.7 per 
cent above the corresponding week in 1934, and an increase 
of 11,914 cars or 2.6 per cent above the same week in 1933. 

Due to the Christmas holiday loading of revenue freight 
the week ended December 28 was a reduction of 132,855 cars 
or 22.2 per cent below the preceding week in 1935. 


All districts reported increases the week ended December 
28, in the number of cars loaded with revenue freight com- 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 28, 1935 


Grain and Live 
grain prod. stock Coal 
{ 1935 19,744 9,816 117,574 
ee BIS eos oc ceiwne scene 4 1934 17,941 11,358 108,422 
| 1933 20,403 11,705 116,185 
Preceding week Dec. 21 ......... 1935 29,101 12,080 134,458 
Per cent increase over .......... 1934 10.0 8.4 
Per cent decrease under ......... 1934 13.6 
Per cent increase over ........... 1933 1.2 
Per cent decrease under ......... 1933 3.2 16.1 
{1935 1,577,155 714,523 6,147,373 
Cumulative 52 weeks to Dec. 2841934 1,645,893 1,074,457 6,135,428 
[1933 1,660,416 886,819 5,694,644 
Per cent increase over .......... 1934 2 
Per cent decrease under ......... 1934 4.2 33.5 
Per cent increase over ........... 1933 8.0 
Per cent decrease under ......... 1933 5.0 19.4 


Per cent to 15 year average 75.7. 
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pared with the corresponding week last year. All districts 

also reported increases compared with the corresponding week 

in 1933, except the Allegheny and Southern districts. 
Loading of revenue freight in 1935 compared with the two 


previous years follows: 


1935 1934 1933 

4 weeks in January ............++.- 2,170,471 2,183,081 1,924,208 
4 weeks in February ..............+. 2,325,601 2,314,475 1,970,566 
SO ere 3,014,609 3,067,612 2,354,521 
ree 2,303,103 2,340,460 2,025,564 
Oy ino. s0vvinewacnentges 2,327,120 2,446,365 2,143,194 
DT ED vc vco ccd ccvescwsese 3,035,153 3,084,630 2,926,247 
EE Es on vices cau punde dat 2,228,737 2,351,015 2,498,390 
~« ¢ © Sera rrr. 3,102,066 3,072,864 3,204,919 
4 weeks in September ............. 2,631,558 2,501,950 2,567,071 
@ Wreies. Bi COOIEE nn oc cece cciess 2,881,924 2,534,940 2,632,481 
5 weeks in November ............. 3,179,447 2,842,999 2,885,251 
Week of December 7 .............. 637,133 551,485 541,992 
Week of December 14 ............. 615,237 580,202 559,419 
Week of December 21 ............. 599,534 548,478 531,464 
Week of December 28 .............. 466,679 425,404 454,765 

ME} ccheebchawecnnseceb on cee 31,518,372 30,845,960 29,220,052 


Revenue freight loading by districts the week ended Dec. 
28 and for the corresponding period of 1934 was reported as 
follows: 


Eastern district: Grain and grain products, 4,113 and 3,256; live 
stock, 1,165 and 1,211; coal, 27,046 and 24,748; coke, 2,632 and 1,884; 
forest products, 1,416 and 1,097; ore, 502 and 252; merchandise, L. C, 
L., 30,921 and 30,894; miscellaneous, 43,984 and 38,068; total, 1935, 
111,779; 1934, 101,410; 1933, 105,766. 

Allegheny district: Grain and grain products, 2,271 and 1,958; live 
stock, 819 and 904; coal, 26,477 and 25,777; coke, 3,463 and 1,877; for- 
est products, 550 and 547; ore, 639 and 574; merchandise, L. C. L., 21,- 
311 and 22,417; miscellaneous, 35,476 and 29,376; total, 1935, 91,006; 
1934, 83,430; 1933, 91,187. 

Pocahontas district: Grain and grain products, 156 and 187; live 
stock, 43 and 66; coal, 22,667 and 20,971; coke, 594 and 474; forest prod- 
ucts, 270 and 333; ore, 41 and 42; merchandise, L. C. L.. 3,934 and 
3,783; miscellaneous, 3,608 and 3,679; total, 1935, 31,313; 1934, 29,535; 
1933, 30,908. 

Southern district: Grain and grain products, 1,303 and 1,499; live 
stock, 618 and 742; coal, 16,029 and 14,574; coke, 341 and 254; forest 
products, 4,509 and 3,541; ore, 577 and 231; merchandise, L. C. L., 
20,154 and 19,992; miscellaneous, 21,588 and 20,115; total, 1935, 65,119; 
1934, 60,948; 1933, 67,203. 

Northwestern district: Grain and grain products, 5,166 and 3,963; 
live stock, 2,506 and 2,334; coal, 7,967 and 7,517; coke, 1,240 and 953; 
forest products, 5,274 and 3,103; ore, 179 and 68; merchandise, L. C. L., 
14,511 and 14,012; miscellaneous, 17,401 and 16,660; total, 1935, 54,244; 
1934, 48,610; 1933, 51,718. 

Central western district: Grain and grain products, 4,663 and 4,748; 
live stock, 3,613 and 4,843; coal, 12,238 and 16,625; coke, 151 and 155; 
forest products, 2,418 and 1,665; ore, 1,099 and 887; merchandise, L. C. 
L., 19,010 and 18,539; miscellaneous, 29,266 and 24,745; total, 1935, 72,- 
458; 1934, 66,207; 1933, 70,340. 

Southwestern district: Grain and grain products, 2,072 and 2,330; 
live stock, 1,052 and 1,258; coal, 5,150 and 4,210; coke, 139 and 214; 
forest products, 2,629 and 1,524; ore, 214 and 142; merchandise, L. C. 
L., 9,673 and 9,841; miscellaneous, 19,831 and 15,745; total, 1935, 40,760; 
1934, 35,264; 1933, 37,643. 


RAIL EXECUTIVE-LABOR CONFERENCE 


} Representatives of the Association of American Railroads, 
headed by J. J. Pelley, president, held an all-day conference 
with representatives of railroad labor organizations at Chicago 
January 6. The purpose of the conference was to discuss pos- 
sibilities as to labor protection and compromise in proposed 
rail unification and coordination projects. Representatives of 
labor withdrew from the meeting late in the afternoon, after 
which the railroad executives continued in conference for some 
time. No information was given out as to what took place. 
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Coke products Ore L.C.L. Miscellaneous Total 
8,560 17,066 3,251 119,514 171,154 466,679 
5,811 11,810 2,196 119,478 148, 388 425,404 
7,142 11,807 2,107 124,708 160,708 454,765 
7,905 29,589 5,774 151,492 229,135 599,534 
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SAND AND GRAVEL SURCHARGE 


HE Commission, by division 4, in I. and S. No. 4150, emer- 

gency charges on sand and gravel in the south, has found not 
justified the proposal of the carriers in the south to revise 
the emergency charges on sand, gravel, slag, crushed and 
broken stone, moving in interstate commerce within southern 
territory except in some particulars. The suspended schedules 
have been ordered to be canceled without prejudice, however, 
to the filing of new ones in conformity with the views ex- 
pressed in the report. 

The carriers proposed to cancel the authorized basis and 
to substitute therefor a flat increase of 5 cents on all inter- 
state rates in excess of 60 cents a net ton. That was the basis 
they proposed and the Commission disapproved in Emergency 
Freight Charges, 1935, 208 I. C. C. 4. 

It is the view of the Commission that the present basic 
rates of $1 and less, increased by the amounts, 5 cents in each 
instance, contemplated in the proposed schedules, would be 
unreasonable for the future, and that the present basic rates 
in excess of $1, increased by the amounts proposed, namely 
5 cents, would not be unreasonable or otherwise unlawful. 

The surcharge on the construction materials embraced in 
this proceeding have been in controversy ever since the Com- 
mission made its decision in the emergency freight charge pro- 
ceeding. Immediately after the decision producers, most of 
whom were located in Alabama, asked the Commission to sub- 
stitute the carrier proposal for the basis prescribed by it in 
that proceeding. The Commission denied that petition. There- 
fore the same producers applied to the district court for north- 
ern Alabama for an injunction forbidding the respondents to 
establish the authorized emergency charges. The court denied 
the application. 

If made effective, the proposed schedules, the Commission 
said, would violate its findings and order in Rates on Chert, 
Clay, and Gravel, 122 I. C. C. 133, decided January 21, 1927, 
to the extent that they contemplated increases in rates of $1 
and less which were prescribed in that case as the maximum 
of reasonableness. The proposed charges, it added, if estab- 
lished would reduce the surcharges on all rates in excess of 
$1 by amounts varying from 2 to 15 cents. The reductions, 
important for that type of traffic, the Commission said, did 
not offset the increases which the proposal contemplated in 
rates ranging from 61 cents to $1. That, it said, was due to 
the fact that most of this traffic moved on rates of $1 or less, 
or on rates exempted from emergency charges under the pres- 
ent basis. 

Respondent carriers, the state authorities of Alabama and 
Alabama producers, especially slag interests, contended that 
the authorized basis created undue prejudice and preferencé 
as between long and short-haul traffic; that surcharges vary- 
ing in amounts from 7 to 20 cents tended to discourage the 
movement of long-haul traffic and thus preventing the carriers 
from realizing any revenue from the emergency charges; and 
oe long-haul traffic could not absorb a surcharge in excess 
8) cents. 


The Commission pointed out that it limited the surcharges 
on this traffic to rates in excess of $1 because the evidence 
in the emergency charge case indicated that an increase in the 
short-haul rates might prevent a substantial part of the traffic 
from moving over the rail carriers and thus defeat the purpose 
of the emergency charges. 


In the south, as in other sections, the Commission said, 
there had been considerable decline in the production of the 
materials in question since 1928. But, it added, in that period 
the decline in rail tonnages had greatly exceeded the decline 
in production. For hauls less than 40 miles the record revealed, 
said the Commission, that this sort of traffic was susceptible to 
cheaper carriage by truck than by rail, using the present rates 
to arrive at the rail charge or expense. The evidence sug- 
gested, it said, that the average rail haul on the group, ex- 
cluding slag, was somewhere between 30 and 60 miles or well 
within the range of economical truck operation. 

_ Noncommercial production of these materials, the Com- 
mission said, constituted a real threat to their continued trans- 
portation by public carriers. This practice, comparatively un- 
known a few years ago, was well established in the south, a 
product of the depression. It consisted, said the report, in 
the use by contractors and builders of portable stone crushers 
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to process native stone, a sufficient supply of which was fre- 
quently found in the vicinity of the project under construc- 
tion. The process, the Commission said, resulted in cheap 
material for highway construction, but that the method em- 
ployed in obtaining it necessarily diminished the tonnage avail- 
able for transportation by rail or by truck. The proposed in- 
crease in the rail rates of $1 and less, if made effective, would 
tend to increase this practice, it said. 


GRAIN TO FLORIDA 


In denying relief in fourth section application No. 15156, 
grain and grain products to Florida, which was done in a 
supplemental report, by division 2, the Commission adhered to 
the position it took in the original report, 197 I. C. C. 441. (See 
Traffic World January 4.) The relief authorized in the former 
report from East St. Louis, St. Louis, Cairo and Memphis to 
Tampa, Jacksonville and Miami, Fla., was subject to the limi- 
tation that it should not apply to any rate yielding less than 
5 mills a ton-mile for the actual distance over the route of 
movement. 

A like earnings limitation was placed on the applicants 
in No. 15871 in fourth section order No. 12158, issued in re- 
sponse thereto. The relief sought in No. 15871, the Commission 
said, would result in departures at points in a large area in the 
southeast. For example, it said, the rates on grain and grain 
products from Louisville to destinations in the territory east 
of Pensacola, Fla., and Montgomery, Ala., southeast of Bir- 
mingham, Ala., and Chattanooga, Tenn., and south of Lynch- 
burg and Petersburg, Va., were higher than the rate 30 cents, 
which applicants sought to establish to Tampa. 

“The observance of the rates sought as maxima to inter- 
mediate points,” says the report, “would disturb the entire 
rate adjustment to the southeast, and would reduce to a great 
extent the rail carriers’ revenues. The reasonableness of rates 
on grain and grain products from the Ohio and Mississippi 
River gateways to the southeast has been considered in a num- 
ber of proceedings and practically all of the rates to points 
intermediate to Tampa and Miami have been either prescribed 
or approved by this Commission.” 

In fourth section application No. 15871, as to which con- 
ditional relief was granted, the applicants sought authority to 
establish the 30 cent rate to Tampa over routes which ranged 
in distance from 975 to 1,204 miles from Cincinnati, 927 to 
1,038 miles from Evansville, and 958 to 1,180 miles from Louis- 
ville. The earnings over those routes, the Commission said, 
were 5 mills a ton-mile or greater. In no instance, it added, 
did the routes over which relief was sought exceed by more 
than 27 per cent of the short-line distance between the respec- 
tive points. 

The St. Louis Merchants’ Exchange, not opposing the re- 
lief sought in No. 15871, according to the report, did not con- 
sider that such reliefecould be granted because the low all- 
water rates to Tampa and Miami which were found to justify 
the relief authorized in the former report, 197 I. C. C. 441, did 
not apply from Evansville, Louisville or Cincinnati. 

“Here applicants are not seeking relief to meet water com- 
petition,” says the report, “but to meet the market competi- 
tion created by the establishment of the depressed rates au- 
thorized from St. Louis, East St. Louis, and Cairo.” 

The Commission said that in some respects the situation 
before it in No. 15871 was similar to that considered in Sugar 
Cases of 1933, 195 I. C. C. 127, wherein the carriers serving 
the beet-sugar producing area in certain western states were 
granted relief to maintain lower rates on sugar from that 
area to Chicago, Ill, Milwaukee, Wis., and St. Louis, than to 
intermediate points to prevent the disruption of existing rate 
relations which were threatened by the reduction of all-rail 
rates from eastern and southern refining points to the same 
destinations to meet the competition of low rates by unregu- 
lated water carriers. 

The situation presented in No. 15871, the Commission said, 
constituted a special case in which it was authorized to grant 
relief. In granting relief to establish a rate of 30 cents to 


Tampa and 36 cents to Miami from Cincinnati, O., Louisville, 
Ky., and Evansville, New Albany and Jeffersonville, Ind., mini- 
mum 60,000 pounds on grain and grain products, including 
aan the Commission said the relief would be conditioned as 
ollows: 
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1. That in no instance shall the relief apply to any rate yielding 


less than 5 mills per ton-mile for the actual distance over the route 
of movement. 


2. That rates from, to, and between intermediate points shall not 
be increased except as hereinafter authorized by this Commission and 


shall in no instance exceed the lowest combination of rates subject 
to the interstate commerce act. 


3. That the local rates from Cincinnati, Louisville and Evansville 
on grain and grain products, including flour, shall be observed as 


minima on traffic originating at points north of the respective Ohio 
River gateways. 


CLASS RATES TO MEET TRUCK 


The Commission, division 2, in fourth section application 
15441, class rates in Missouri, Kansas and Illinois, in fourth sec- 
tion order No. 12162, has given carriers fourth section relief to 
enable them to establish less-than-carload class rates on the 
first four classes to meet-motor truck and intrastate rail com- 
petition. The rates are to be made in accordance with a scale 
carried as an appendix to the report. 





COTTON PIECE GOODS 


Because in Cotton, Woolen, and Knitting Factory Products 
(See Traffic World, Dec. 28, p. 1108), it prescribed bases to be 
used in making rates on cotton piece goods, knitting-factory 
products and hosiery, in less-than-carloads, the Commission, on 
reargument and further consideration has vacated its out- 
standing order in No. 16321, State Corporation Commission of 
Virginia vs. Aberdeen & Rockfish et al., 136 I. C. C. 173, 161 
I. C. C. 273, 165 I. C. C. 31 and 169 I. C. C. 728. The order in that 
case prescribed rates for the removal of undue prejudice in 
the rates from Norfolk, Va. to specified points in North Caro- 
lina on the commodities mentioned, the undue preference being 
for the North Carolina points. 

This vacation of the order, according to the report, was 
made in view of the findings in the other proceedings on a 
more comprehensive record involving the rates on textiles. In 
the prior report in this case the Commission found the rates 
from Norfolk to points in North Carolina, in relation to the 
intrastate rates in eastern North Carolina, unduly prejudicial to 
Norfolk and unduly preferential of shippers at Charlotte, 
Greensboro, Salisbury, Durham and Winston-Salem, N. C. 

In this report the Commission said that in view of the ex- 
haustive consideration to be given in the later case it was 
deemed inadvisable to pass on the rates on textiles in a com- 
paratively small segment of southern territory. Therefore final 
disposition of this case was postponed and now the order is 
vacated so as to leave the carriers unhampered in putting in 
rates in accordance with the findings in the big textile case 
before mentioned. 


CULLET AND GRANITE 


Five of the commissioners found it desirable to express 
separate views when the Commission on its own motion re- 
opened No. 26289, Olean Glass Co. vs. Pennsylvania for rear- 
gument with No. 26496, Maine & New Hampshire Granite 
Corporation vs. Boston & Maine et al. The five were Commis- 
sioner Porter, who concurred in part and was joined by Com- 
missioner Aitchison in that concurrence; Commissioner Mc- 
Manamy, who dissented and was joined by Commissioners 
Meyer and Mahaffie. Chairman Tate and Commissioner Lee 
did not participate, the report said, in this proceeding. ' 

Commissioner McManamy in his dissent said the real ques- 
tions which had to be decided here were, “(a) has the shipper 
the right to specify local routing over the lines of any carrier, 
that is, the particular tracks, over which his shipments must 
move, and (b) is the route in question here a reasonably avail- 
able and practicable route over which the shipper might prop- 
erly require his shipment to move.” 

Routing through the passenger terminals of the Pennsyl- 
vania at Philadelphia and through Pittsburgh created the situa- 
tions with which the report dealt. 

In answer to self-posed questions Commissioner Mc- 
Manamy discussed the right, under the law, of shippers to route 
their traffic. 

On reargument the Commission reversed the finding in 
103 I. C. C. 780, that the rate charged on cullet, carloads, from 
Oakford Street and Broad Street and Washington Avenue sta- 
tions, Philadelphia, Pa., to Olean, N. Y., was applicable. The 
new finding is that the applicable rate from Philadelphia to 
Olean was 21.5 cents and that the complainant was entitled to 
—— That was the action on the Olean Glass Co. com- 
plaint. 

On the reargument the finding in the Maine & New Hamp- 
shire case in 208 I. C. C. 1, that the rate charged on hammered 
building granite from North Jay, Me., to Federal Street sta- 
tion, Philadelphia, was affirmed as to shipments moving via 
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Wilkes-Barre, Pa., and reversed as to shipments moving via 
Greenville Piers, N. J. It was found that the applicable rate 
on shipments from North Jay to Philadelphia via Greenville 
Piers was 25 cents and reparation was awarded on that basis. 

As to shipments from Philadelphia to Olean the Commis- 
sion said there was a sixth class rate of 26.5 cents contempo- 
raneously in effect with a commodity rate of 21.5 cents from 
New York, N. Y., to Rochester, N. Y., which complainants con- 
tended was applicable. That rate, the report said, was un- 
restricted as to the routing and the tariff provided for the 
application of rates from and to the intermediate points in 
accordance with Rule 27 of tariff circular 20. The Commission 
said there were three possible routes from New York to 
Rochester over the lines of the Pennsylvania, in connection with 
the shipments of cullet. The Commission said there were 
several possible routes from North Jay to Bellevue, Pa., a 
point 5 miles west of Pittsburgh, Pa. 


The essence of the routing questions raised in connection 
with the shipment was as to whether tariffs being unrestricted 
as to routing the shipper could designate the routes over which 
his traffic could move at rates less than those applicable over 
routes supposed to be the direct routes carrying higher rates. 


Commissioner Porter, concurring, said he would go all the 
way and find that the applicable rate on all of the shipments 
from North Jay to Philadelphia was 25 cents. The Commis- 
sion having said that a given route, 28.7 per cent circuitous, was 
illogical and unnatural, then said Mr. Porter the Commission’s 
customary restriction to routes not more than 50 per cent 
circuitous of fourth section relief based on the ground of cir- 
cuity was just that much foolishness. The two attitudes, he 
said, appeared to him irreconcilable. 


Commissioner McManamy said that it was well settled that 

a shipper might not demand movement over a route that was 
unduly circuitous. Here, he said, the circuity was not exces- 
sive. In his view, he said, it was equally well settled that a 
shipper did not have the right to specify local routing over 
the lines of any particular carrier and this right had been 
denied in previous decisions. Commissioner McManamy raised 
the question whether the Pennsylvania’s route through Phila- 
delphia was reasonably available and practicable over which 
movement might be demanded. He said the facts of record 
furnished a complete answer. He said the line through Phila- 
delphia passed through one of the largest and most congested 
passenger terminals in the world, through which more than 
19,600 eastbound passenger trains had to move each month, or 
more than 650 each 24 hours. To move freight not destined 
to Philadelphia through that passenger terminal area became 
difficult, he said, half a century ago and forced the construc- 
tion of another main line for freight service. That line, he 
said, diverged from the Philadelphia passenger route at Moiris- 
ville and joined it again at Glen Loch, a point west of Phila- 
delphia, and for more than two score years all through freight 
east or west bound destined to points beyond Philadelphia had 
moved over that main freight line. And that, he said, harmed 
no one. To route this freight traffic through the Philadelphia 
passenger terminal or terminal district, he said, would be a 
physical impossibility and would be inconsistent with efficient 
and economical operation if not, in fact, with safety. 

} “Certainly the law gives the shippers no authority to inter- 
fere with safe and efficient operation,” said Commissioner Mc- 
Manamy, “by routing their freight over specific tracks of any 
carrier in situations of this kind, and if any rule which has 
been promulgated by the Commission can be so construed as 
to confer that right it should be promptly rewritten.” 


COMMISSION REPORTS 


Corrugated Iron Culverts 


No. 26914, Klauer Manufacturing Co. vs. C. G. W. et al. 
By division 4. Dismissed. Carload rate, $1.60, corrugated iron 
culverts (culvert pipe), Gary, Ind., fabricated in transit at 
Dubuque, Ia., and forwarded to Conrad, Mont., found applic- 
able. A rate of $1.25, applicable on plate steel pipe, riveted, 
was claimed. The complaint was dismissed on the ground that 
when an article was clearly embraced between two commodity 
descriptions the specific commodity description took precedence 
over the general commodity description, the “corrugated iron 
culverts” description being the specific one. 


Steel Drums 


No. 26994, Celluloid Corporation vs. Lehigh Valley. By 
division 4. Rate charged, empty returned iron or steel drums, 
carloads, Newark, N. J., to Niagara Falls, N. Y., applicable 
on shipments that moved after June 15, 1934. Rate charged 
prior to June 15 found inapplicable. Applicable rate found to 
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have been 22 cents, minimum 18,000 pounds, subject to Rule 34 
of the official classification. Reparation of $85.50 awarded. 


Hogs and Calves 


No. 26742, Armour & Co. vs. C. C. C. & St. L. et al. By 
division 4. Applicable rates, hogs, and on hogs and calves, 
in double-deck carloads, Ade, Ind., Mazon, Seneca, Kankakee, 
and West Kankakee, Ill., to Jersey City, N. J., unreasonable 
to the extent they exceeded 57, 58, 60, 68.5, 60, and 61 cents 
from Ade, West Kankakee over route 5, West Kankakee over 
route 4, Seneca, Kankakee, and Mazon, respectively. Repara- 
tion awarded. Commissioner Mahaffie, dissenfing, said that 
in his judgment the basis used by the majority as a measure 
of maximum reasonable rates was too low. The complaint 
related to shipments on and after February 19, 1932. The 
Commission found that some of the claims were barred by 
the statute of limitations. 


Traffic Via Bieber, Calif. 


I. and S. No. 4126, transcontinental traffic routed via 
Bieber, Calif. By division 3. Proposed cancellation of joint 
rates via Bieber, Calif., between points in Washington and 
Idaho on the lines of the Great Northern and its connections 
on the one hand, and points in eastern territory on the other, 
found justified. Order of suspension vacated and proceedings 
discontinued. ‘The schedules were suspended on protest of 
fruit growers, shippers, civic and commercial organizations in 
Washington. The primary purpose of the suspended schedules, 
the Commission said, was to accord the Great Northern its 
long haul between the western territory, on the one hand, and 
St. Paul and Minneapolis, on the other. The primary issues, 
the Commission said, was whether cancellation of the joint 
rate would result in the application of unreasonable rates. The 
Commission’s view was the proposed combination rates via 
Bieber would not result in unreasonable charges. The only 
protestants who appeared at the hearing and offered testimony 
were shippers of fruits, chiefly apples, from the Wenatchee- 
Okanogan territory in Washington. 


Electric Refrigerators 


No. 26884, Reinhard Brothers Co., Inc., vs. A. T. & S. F. 
et al. By division 4. First class rating in the western classi- 
fication applicable on less-than-carload shipments of electric 
refrigerators from Minneapolis, Minn., to destinations in the 
western territory found not unduly prejudicial but unreason- 
able to the extent it exceeds or may exceed second class. The 
finding of unreasonableness applies to shipments from Minne- 
apolis to points on the lines of the defendants in Minnesota, 
North Dakota, South Dakota, and that part of Wisconsin west 


of a line extending from Ashland to Barron, Wis. New rating 
is to be established not later than April 2. 
Bituminous Coal 
No. 26915, B. F. Kile vs. A. T. & S. F. et al. By division 


2. Rates, 18 carloads, bituminous coal, mines in southern Colo- 
rado to Beaver, Okla., unreasonable to the extent they ex- 
ceeded $4.15 a net ton. The Commission said that if the com- 
plainant made the 18 shipments described in the report and 
paid and bore the charges thereon at the rates found to have 
been unreasonable, it was entitled to reparation. The 18 car- 
loads were delivered between November 8, 1930, and Septem- 
ber 12, 1932. Defendants contended that the statute was not 
tolled by the filing of an informal complaint, October 24, 1932. 
The railroad contended, the report said, that there was no 
provision in the act authorizing the filing of an informal com- 
plaint; that there was no provision for extending or waiving 
the 2-year statutory period within which a complaint might 
be filed by a party entitled to recover damages. The Commis- 
sion said that its practice had been uniform and well under- 
stood in the matter of informal and formal complaints. It 
said that for the purpose of tolling the statute pending con- 
sideration an informal complaint had the same force and effect 
as a formal complaint. Section 16(3) it said, did not refer 
to any certain kind of complaints nor define their form or the 
method of handling them. Informal complaints, it said, were 
designed to accomplish the adjustment of grievances where 
there was no serious controversy between the parties as to 
the subject matter at issue. It pointed out that Rule III of its 
Rules of Practices had for its purpose the fixing of a reason- 
able time for the resubmission of the subject matter com- 
plained of, and provided that a resubmission or filing would 
be deemed to relate back to the date of filing the informal 
complaint. The Commission said Rule III had been fully com- 


plied with and that the formal complaint was not barred. 
Commissioner Mahaffie, dissenting, said the assailed rate had 
not been shown to have been excessive for the service rendered, 
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especially as the delivering carrier was regarded as a weak 
line entitled to special treatment. 


Lumber 


No. 26940, Charles Smith, Jr., and Sons, vs. A. G. S. et al. 
By division 4. Dismissed. Rates, lumber, Alabama, Mis- 
sissippi, and Tennessee points to Mount Vernon, Ind., not un- 
reasonable or otherwise unlawful. They were alleged to be 
unreasonable, unduly prejudicial, and in violation of the long- 
and-short haul part of section 4. Commissioner Porter, dis- 
senting, said he realized that the rate situation here complained 
of was a part of an extensive adjustment which in a general 
way had been approved by the Commission, and that the ad- 
justment was bound together by bonds of market and carrier 
competition which should not be lightly disturbed. But he said 
he could not close his eyes to the fact that the assailed rates 
to Mount Vernon from the origin points in the Mississippi val- 
lery, for example, ranged from 7 to 9.5 cents greater than 
those to Evansville, Ind., whereas the distances were uniformly 
14 miles less. He said the record afforded no excuse for such 
a flagrant disregard of distance except that of carrier competi- 
tion, and since the same carriers which served Mount Vernon 
also served Evansville, that reason was not pursuasive. He 
thought the rates to Mount Vernon should be found unduly 
prejudicial to the extent they exceeded those to Evansville by 
more than 4 cents. 

Peanut Oil Stock 


No. 26818, Darling & Co. vs. Southern et al. By division 2. 
Dismissed. Rates, peanut oil stock, carloads, points in Alabama, 
Georgia, Florida, North Carolina, South Carolina, Mississippi, 
Tennessee, and Virginia to Chicago, Ill., not unreasonable and 
not shown to be unduly prejudicial. Commissioner Aitchison, 
dissenting, said the complainants sought rates on inedible pea- 

nut refuse or oil stock lower than those applying on edible 
peanuts. To him, he said, it seemed that such a differentiation 
in rates, now made in the south, was proper and should be made 
here. He suggested rates on stock, 70 per cent of sixth class 
from points in the south. 


Youngstown Class Rates 


No. 25042, Youngstown Chamber of Commerce vs. A. C. & 
Y. et al. By division 4. Report by Commissioner Porter. On 
complaint assailing class rates, Youngstown, O., and points in 
that vicinity to Lexington, Winchester, Georgetown, Paris, and 
Walton, Ky., the Commission has found that the establishment 
of the rates prescribed in No. 21373, Commonwealth of Ken- 
tucky vs. A. & W. (see Traffic World, January 4, p. 10), will 
remove any unlawfulness which may exist in the rates assailed. 
The Commission said no order for the future was necessary and 
discontinued the proceeding. 


PROPOSED REPORTS 


Sewage Sludge 


Fourth section application No. 15574, sewage sludge and 
tankage from Wisconsin and fourth section application No. 
15582. By Examiner H. C. Lawton. Carriers whose lines 
form routes from Milwaukee, Wis., to Miami, Fla., said the ex- 
aminer should be authorized to establish and maintain a pro- 
posed rate of $6.50 a net ton over all routes on dry sewage 
sludge, carloads, minimum 80,000 pounds, and to maintain 
higher rates from and to intermediate points, provided that 
rates from and to such higher-rated intermediate points did 
not exceed rates constructed on the bases prescribed or a 
proved in Milwaukee Sewage Commission vs. A. & R., 1 
I. C. C. 601, and should in no case exceed the lowest combina- 
tion and be subject to the circuity limitations proposed by the 
carriers. The examiner said that similar authority prayed with 
respect to rates, tankage, carloads, Carrollville, Wis., to 
Charleston, S. C., Wilmington, N. C., Jacksonville, Tampa, and 
Miami, Fla., should be denied. Relief was sought to meet 
competition of all-water routes from Milwaukee and rail and 
water routes from Carrollville. 


Grass Seed Screenings 


No. 26955, George A. Adams & Co. vs. St. Louis-San Fran- 
cisco. By Examiner E. A. Burslem. Dismissal proposed. Rates 
charged, grass seed screenings, carloads, Kansas City, Mo., to 
Atlanta, Ga., and Statesville, N. C., accorded transit at Kansas 
City, Mo., in August, 1931, proposed to be found inapplicable. 
Examiner proposed that the Commission determine the applic- 
able charges on the five carloads covered by the complaint, the 
net effect of which would be a finding that the shipments were 
undercharged in an aggregate of $983.95. The complaint al- 
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leged that the charges sought to be collected were and would 
be in violation of section 6. 


Unmanufactured Tobacco 


No. 27044, Diesel-Wemmer-Gilbert Corporation vs. N. Y. 
N. H. & H. et al. By Examiner Carl A. Schlager. Dismissal 
proposed. Rates charged, unmanufactured tobacco, any quan- 
tity, Hartford, Suffield, Windsor Locks, and Thompsonville, 
Conn., and Hatfield, Mass., to Lima and Van Wert, O., after 
June 21, 1933, proposed to be found not unreasonable or other- 
wise unlawful. 

Crude Petroleum Oil 


No. 20076, Pure Oil Co. vs. Kansas City Southern et al. By 
Examiner Carl A. Schlager. Rates, crude petroleum oil, in 
tank cars, Purol (Gueydan), La., to Smiths Bluff, Tex., pro- 
posed to be found unreasonable as to shipments between May 
5 and June 9, 1932, to the extent they exceeded 12 cents. 
Reparation of $1,308.85 proposed. An applicable combination 
of 23 cents was charged over one route and the applicable rate 
of 17 cents was charged over another. After the shipments 
were made a rate of 12 cents was established. A _ special 
docket application by the railroads for permission to refund 
to the basis of the subsequently established rate was denied 
February 13, 1935. 

Fuel Oil Distillate 


No. 26931, Dimock-Gould & Co. et al. vs. Alton et al. By 
Examiner John J. Crowley. Dismissal proposed. Rates 
charged, petroleum fuel oil distillate, not suitable for illum- 
inating purposes, in tank cars, points in Arkansas, Missouri, 
Oklahoma and Texas, to destinations in Illinois, Iowa, Ken- 
tucky, Minnesota, Missouri, and Wisconsin proposed to be 
found to have been applicable and not unlawful. The com- 
plaint related to interpretation of tariff provisions both prior 
to April 1, 1933, and thereafter after tariff changes were made. 
Before that date charges were assessed on the rate and esti- 
mated weight applicable on refined oil. After that date the 
fuel oil rates were applied. The complainant contended that 
the unrestricted tariff term “fuel oil” must of necessity have 
embraced the distillate fuel oil covered by the complaint and 
that application of the refined oil rates to the shipments re- 
sulted in overcharges. The examiner said that in Burning Oil 
Distributors’ Association vs. A. & S., 182 I. C. C. 699, sub- 
stantially the same tariff provisions as involved here were in 
effect and had had extended consideration. In that case the 
Commission concluded, said the examiner, that the fuel, crude 
and gas oil basis did not apply to this distillate under the 
tariff. provisions. 


RATES ON VEGETABLES 


The Traffic World Washington Bureau 


Examiner R. M. Brown, in No. 23818, State Corporation 
Commission of Virginia vs. Pennsylvania et al, on further hear- 
ing, has recommended a revision of the former report in 208 
I. C. C. 347 as to rates on vegetables from origin points in Vir- 
ginia to destinations in Official and Southern territories. His 
recommendation as to potatoes, which is regarded by many 
shippers as the controlling rate, is that it be left on the basis 
of 32.5 per cent of first class rates, minimum 30,000 pounds, 
from the territory on and north of the line of the Norfolk & 
Western from Norfolk to Bristol, Va., and from that part of 
Virginia heretofore defined as southwestern Virginia to Official 
territory. To points south of that line he recommends arbi- 
traries to be added to the 32.5 per cent base rates. 


SANTA FE ABANDONMENT 


With Commissioner Mahaffie dissenting, the Commission, 
division 4, in Finance No. 10798, Kansas Southwestern Railway 
Co. et al. abandonment, has authorized the Kansas Southwest- 
ern, a wholly owned subsidiary of the Santa Fe, to abandon 
that part of its line extending from Geuda Springs to Arkansas 
City, Kan., and the parent company to abandon operation over 
that part, about 6.3 miles long. It has denied permission to 
abandon that part of the line of the Kansas Southwestern from 
South Haven to Geuda Springs. The applicants sought abandon- 
ment of the whole line between South Haven and Arkansas 
City, a distance of about 21 miles. Towns on the line marked 
for abandonment protested. 

The record clearly showed, said the Commission, that there 
was little or no necessity for the retention in service of the 
easterly part of the line between Geuda Springs and Arkansas 
City and that continued operation would impose an undue bur- 
den on the applicants. As to the other part of the line the Com- 
mission said the record showed a public need sufficient to justify 
retention. The report said that it was doubtful, on the whole, 
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whether the Santa Fe would suffer any financial loss from op- 
eration of the part between South Haven and Geuda Springs, 

Commissioner Mahaffie said the applicant had shown that it 
would operate the segment required to be kept in operation at 
a continuous out of pocket loss around $6,000 a year. In addi- 
tion, he said, it seemed to him that it had made as good proof 
as could be made that if the line was to be kept in operation 
the rail must be relaid at a cost of perhaps $80,000. This case, 
he said, presented a situation that was common. Much railroad 
mileage built in the days of wagon hauls over dirt roads had 
been rendered obsolete by the development of trucks and by 
road improvement. To continue and operate such mileage, he 
said, was an economic waste. It unnecessarily burdened, said 
he, other transportation, and the shipper, ultimately, must make 
up the loss. 

“Truck transportation is here to stay,” said Mr. Mahaffie. 
“That fact calls for revision of the railroad map. We ought not 
to stand in the way of necessary revision. Railroad transporta- 
tion is still essential. If it is to be maintained on a sound basis, 
the railroad plant and service must be adjusted to present 
conditions.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11044, Pennsylvania Railroad Com- 
pany Equipment-Trust Certificates, Series G, granting authority to 
assume obligation and liability, as guarantor, in respect of not ex- 
ceeding $18,420,000 of Pennsylvania Railroad equipment-trust certi- 
ficates, series G, to be issued by the Fidelity-Philadelphia Trust Com- 
pany, as trustee, and sold at not less than 100.2813 per cent of par 
and accrued dividends in connection with the procurement of freight 
train cars, approved. 

Supplemental report and order in F. D. No. 11012, Denver & Salt 
Lake Railway Company bonds, modifying report and order of De- 
cember 19, 1935, so as to permit sale of bonds, at not less than par 
and accrued interest, to persons other than those heretofore proposed, 
approved. 

Third supplemental report and order in F. D. No. 10421, Gulf, 
Moblie & Northern R. R. Co. equipment trust of 1934, modifying 
order of May 29, 1934, and supplemental orders of June 29 and No- 
vember 5, 1934, so as to authorize the assumption of obligation and 
liability, as lessee and guarantor, in respect of not exceeding $755,000 
of Gulf, Mobile & Northern R. R. Co. definitive equipment-trust certi- 
ficates of 1934, approved. 


FINANCE APPLICATIONS 


Finance No. 11058. Texas & Pacific Railway Co. asks authority 
to abandon operation over and to dismantle 3,852 feet of track in 
Reisor, Caddo Parish, La. The track has only been used for switch- 
ing and storage of bad order cars since the effective date of the 
transportation act of 1920 and in recent years has not been used for 
any purpose, according to the applicant. 

Finance No. 11060. Weatherford Mineral Wells & Northwestern 
Railway Co. asks authority to abandon operations over and to dis- 
mantle that part of its line extending 12.04 miles in a westerly direc- 
tion from Salesville to Graford in Palo Pinto county, Tex., on account 
of progressive decline in revenue and accumulation of large deficit in 
that income since 1929. 

Finance No. 11061. Washington & Old Dominion Railroad asks 
for approval of a lease from the Southern Railway Co. and operation 
by it of the Southern Railway line extending from Alexandria to Blue- 
mont, Va. The lease proposed is for ten years, at a minimum rental 
of $6,000 a year with increases on a percentage basis in the event the 
gross revenue rises above $250,000 a year. The line to be taken over 
is about 54 miles long. The applicant has applied for permission to 
operate in Finance No. 11032. The purpose of the proposed lease is 
said to be to continue uninterrupted common carrier service to a ter- 
ritory which would otherwise be left without such service. The ap- 
plicant is a successor to a company of similar name. 

Finance No. 11062. Frank O. Lowden and other trustees of the 
C. R. I. & P. ask authority to abandon a branch extending from Iowa 
City to Iowa Junction, Ia., about 10.72 miles long. The application 
says traffic on the line has been very small for the last five years 
and has been constantly declining in that period. 

Finance No. 11063. Application of Frank O. Lowden and other 
trustees of the C. R. I. & P. for permission to abandon the branch 
extending from Kingfisher to Cashion, Okla., a distance of about 15.95 
miles. Abandonment, the application said, was sought for the reason 
that the traffic had continuously declined in the past five years and 
there was no prospect of change in that respect. 

Finance No. 11053, supplemental application of Suncock Valley 
Railroad for authority to operate its trains over the Boston and Maine 
in New Hampshire between Bow Junction and Concord. 


BIDS FOR PENNSYLVANIA BONDS 

The Reconstruction Finance Corporation January 9 received 
three bids for purchase of $30,800,000 of Pennsylvania Railroad 
Company bonds taken by the government for the loan made in 
connection with the electrification project of that carrier be- 
tween New York and Washington. Halsey Stuart submitted 
the high bid of $31,892,476 for the bonds, at the rate of $1,035.47 
a $1,000 bond. The First Boston Corporation submitted a bid 
of $1,027.30, and Brown Harriman, $1,027.30. 
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C. G. W. TRUSTEE SALARIES 


Approving the sums mentioned as reasonable, the Com- 
mission, in Finance No. 10772, Chicago Great Western Rail- 
road Co. reorganization, on their petition has filed as maximum 
compensation $30,000 per annum to be paid to Patrick H. 
Joyce, and $15,000 per annum to be paid Luther M. Walter, as 
trustees of that property. 

Commissioner Mahaffie, chairman of the division, dissent- 
ing, said that in his judgment the figures should not exceed 
$25,000 and $12,000. He said the Chicago Great Western was 
one of the smaller Class I railroads. Its financial structure 
and consequently its problems of reorganization, he said, were 
remarkably simple. Its operating revenues and its number of 
employes, he said, were each less than one-quarter than those 
of the New Haven, and that its financial structure presented 
no such complications as did that of the New Haven. 

“For the operating trustee of the New Haven,” said he, 
“we have very recently fixed as reasonable a maximum of 
$30,000, and for the other trustees $12,500. Considering these 
facts, I find no warrant for the maxima here fixed by the 
majority. In my judgment, the figures should not exceed 
$25,000 and $12,000.” 

The Commission said there had been filed with it for its 
consideration in approving the maximum limit of compensa- 
tion for Joyce, letters from committees acting in behalf of 
certain bondholders, and preferred and common stockholders 
of the debtor to the effect that the debtor’s railroad was well 
managed and efficiently operated under the direction of Joyce 
as president prior to his appointment as trustee and, subse- 
quently, as trustee, and that he had been instrumental in ob- 
taining and holding additional freight traffic. It was their 
opinion, said the Commission, that he was entitled to receive, 
as trustee, at least as much compensation as he received as 
president. The Commission said according to the annual re- 
port filed by the debtor company his salary was $36,450 per 
annum as of December 31, 1934. As of that date, the report 
said, the debtor operated 1,511 miles of railroad. Its operating 
revenues amounted to $15,491,939, and it employed 4,068 per- 
sons, with a total payroll of $6,363,000, in 1934. 

Giving consideration to the extent of the debtor’s opera- 
tions, its revenues and earnings, and the importance and value 
of the services required of the trustees, the Commission said 
that it concluded that it should approve as reasonable, maxi- 
mum limits of compensation at the rate of $30,000 per annum 
to be paid Patrick H. Joyce, and $15,000 per annum to be paid 
Luther M. Walter, as trustees of the property of the debtor. 


ROCK ISLAND MERGER 


Authority to merge operations of the Chicago, Rock Island 
*. Pacific Railway Company and of its subsidiary, the Chicago, 
Rock Island & Gulf Railway Company, has been asked by 
Frank O. Lowden, James E. Gorman and Joseph B. Fleming, 
trustees of the two companies in reorganization proceedings, 
in an application in Finance No. 11064. 

The proposed merger of operations does not involve a for- 
mation of any new company or the issue of any securities and 
no properties are to be acquired in connection with the pro- 
posed merger, according to the application. 

It is pointed out in the application that the applicants 
exercise control by virtue of their appointment as trustees over 
the properties of all the debtor corporations in a reorganiza- 
tion proceeding, which are: Chicago, Rock Island & Pacific 
Railway Co.; Chicago, Rock Island & Gulf Railway Co.; Choc- 
taw, Oklahoma & Gulf Railroad Co.; Peoria Terminal Co.; 
Rock Island & Dardanelle Railway Co.; Rock Island, Stuttgart 
& Southern Railway Co.; Rock Island Memphis Terminal Rail- 
way Co.; Rock Island Omaha Terminal Railway Co.; Rock 
Island, Arkansas & Louisiana Railroad Co., and St. Paul & 
Kansas City Short Line Railroad Co. 

“By virtue of the fact,” say the applicants, “that the trust 
estate of the Pacific Company (C. R. I. & P.), of which ap- 
plicants are trustees, owns one-half the capital stock of Burling- 
ton-Rock Island Railroad Company, a corporation of the state 
of Texas, applicants exercise a proportionate share of the 
control over that company and its properties. They also ex- 
ercise a proportionate share, according to the ownership of 
their trust estate, over certain depot, terminal and bridge 
companies, which are used by the lines comprising the trust 
estate, jointly with other companies.” 

The applicants said the lines of the Pacific Company were 
now operated as a unit, and that this operation embraced all 
the operations of the subsidiary debtors, except those of the 
Peoria Terminal Co., which was operated separately, and of the 
Gulf Co., which likewise was operated separately. 

“The trustees are requesting authority to merge the opera- 
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tions of the Gulf Company with those of the Pacific Company 
and operate the two properties as a unit,” said they. “There 
is no consideration to be paid directly, no securities to be ac- 
quired, and no contract or contracts or other written instru- 
ments entered into between the applicants and said carriers, 
or either of them, with respect to the railroad properties in- 
volved in the proposed merger of operations. They ask that, 
instead of operating the two properties separately, they, as 
trustees of the trust estate of the Pacific Company, be author- 
ized to operate the lines now held by them as trustees of the 
Gulf Company. Instead of accounting to the trust éstate of the 
Gulf Company for the actual net railway operating income of 
the separate operation of the Gulf lines, petitioners, as trustees 
of the Pacific Company’s estate, will credit to the estate of 
the Gulf Company a specified percentage of the net railway 
operating income of the combined operations, which percentage 
petitioners request the Commission to fix and establish.” 

The reasons in general why the applicants say that pro- 
pease transaction will promote the public interest are as 
ollows: 


The Gulf Company, as a Texas corporation, has heretofore been 
operated separately in compliance with the laws of Texas, which 
prohibit a foreign railway corporation from operating a line of railway 
in that state. This separate operation involves an unnecessary dupli- 
cation of accounting and other expenses, which duplication would 
be eliminated if the operation of the Gulf Company’s lines were 
merged with the operation of the lines of the Pacific Company. It 
is estimated that this saving would be approximately $125,000 a year, 
upon the basis of the present level of traffic. Full details of this 
duplication will be presented at the hearing. There is no correspond- 
ing advantage to the public in continuing the separate operation of 
the Gulf Company’s lines. 

The lines of the Gulf Company and the Pacific Compainy are not 
parallel or competing. In Rock Island System Consolidation, 193 I. 
‘Cc. C. 395, the Commission held that it was in the public interest to 
permit the consolidation of the Pacific and Gulf companies. 


In their prayer for approval of the application the trustees 
ask that they be authorized to merge the operation of the 
properties involved “and to operate the said properties, as 
trustees of the Pacific Company, crediting to the estate of the 
Gulf Company, in return for such operation, such a percentage 
of the combined net railway operating income of the two prop- 
erties as the Commission shall determine to be fair.” 

The Pacific and the Gulf companies have officers and di- 
rectors in common. Applicants said the stockholders and 
directors of the two carriers had taken no action with respect 
to the making and filing of the application, as no corporate 
action was necessary therefor. The United States district court 
for the northern district of Illinois authorized ‘the filing of the 
application. 

The Pacific company owns the entire capital stock of the 
Gulf company, $637,000 face amount, and mortgage bonds of 
the latter company. 


TRANSPORTATION ACT LOANS 


Sixteen railroads that borrowed money from the govern- 
ment under section 210, of the transportation act of 1920, were 
in default as to payment of principal and interest thereon as of 
October 1, 1935, according to a table appearing in the appendix 
of the annual report of the Commission, as follows: 


Carrier Principal Interest 
Alabama, Tennessee & Northern R. R. Corp. .$ 114,300.00 $ 13,635.00 
Aransas Harbor Terminat Ry................. 44,304.67 8,053.59 
Coe: Cee Weeeeeeh FE. Ck oo ec hoc cccses (*) 15,400.00 
Des Moines & Central Iowa R. R............. 633,500.00 314,505.76 
Fort Dodge, Des Moines & Sou. R. R. Co.... 200,000.00 71,164.91 
Gainesville & Northwestern R. R. Co......... 75,000.00 56,102.53 
Georgia & Florida Ry., receivers of.......... (*) 285,120.00 
Minneapolis & St. Louis R. R. Co............ 1,382,000.00 999,149.73 
Missouri & North Arkansas Ry. Co..?........ (*) 2,348,237.04 
ee SON 8 Ae eee 172,600.00 575,860.80 
Eg eS ae ree +1,256,000.00  4,687,964.88 
Virginia Blue Ridge Ry. Co.............-.06. 106,000.00 60,420.00 
bo eS a errr er 38,000.00 22,047.84 
Waterloo, Cedar Falls & Northern Ry. Co.... 1,000,000.00 998,089.71 
Wichita Northwestern Ry. Co................ 381,750.00 263,407.50 
Wilmington, Brunswick & Southern R. R. Co. 90,000.00 32,400.00 


Total 


*Principal not yet due. 
+Represents amount of matured notes issued in connection with 
loan of $4,400,000 made through the Seaboard-Bay Line Co. 


LOANS TO RAILROADS 


Finding, in Finance No. 9664, Lehigh Valley Railroad Co. 
reconstruction loan, that that carrier was not in need of finan- 
cial reorganization in the public interest at this time, the Com- 
mission, by division 4, in a fourth supplemental report, has 
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authorized the extension of the time of payment for a period 
ending not later than January 1, 1938, of a loan of $2,000,000 
from the RFC, maturing January 7, 1936. Previous reports in 
this case are 187 I. C. C. 651, 189 I. C. C. 109, 199 I. C. C. 205, 
and 207 I. C. C. 731. 

In addition to the loans for which the carrier asked exten- 
sion, the report said, there was outstanding a loan to the ap- 
plicant by the RFC of $2,000,000 approved in this proceeding 
and maturing January 1, 1938. Other loans to the applicant by 
the RFC, the report said, were outstanding in the amount of 
$4,500,000, of which a loan of $3,000,000 approved by it in 
Finance No. 10642 matures November 1, 1936, and a loan of 
$1,500,000 approved by the Commission in Finance No. 9308 
matures April 29, 1938. The total of loans outstanding, the 
report said, was $8,500,000. 

The Commission found that the collateral now pledged and 
to be repledged therefor constituted full and adequate security. 

Chairman Jones, of the RFC, at his press conference Jan. 
9, said he saw no objection to the proposal of Ralph Budd, 
president of the Burlington, that the RFC advance funds to 
the railroads on their notes to take care of labor displaced by 
= of rail facilities if the notes and projects were 
F4 , 
He also said President Kenney, of the Great Northern, was 
coming to Washington January 14 to talk with the RFC about 
the plans to have the RFC help in the refunding of that road’s 
one hundred million bond issue maturing next July. His 
thought was that the plan would be approved. It provides for 
the RFC taking such part of the proposed 4 per cent issue as 
is not otherwise taken. 


COTTON BELT TRUSTEE 


Berryman Henwood, practicing attorney of Jefferson City 
and St. Louis, Mo., has petitioned the Commission to ratify 
his appointment as a trustee of the Cotton Belt and subsidi- 
aries, in Finance No. 11040, St. Louis Southwestern Railway 
Co. reorganization and St. Louis Southwestern Railway Co. of 
Texas reorganization. 


WESTERN PACIFIC REORGANIZATION 


In Finance No. 10913, Western Pacific Railroad Co. reor- 
ganization, T. M. Schumacher, chairman of the board of that 
carrier, has asked the Commission to approve $15,000 a year 
payable in monthly installments for his services as trustee in 
the reorganization of the affairs of that carrier. Mr. Schu- 
macher asserts his belief that such compensation would be fair 
and reasonable. 


D. & S. L. TRUSTEE 


Raymond L. Sauter, practicing attorney of Sterling, Colo., 
has petitioned the Commission to ratify his appointment as 
trustee of the Denver & Salt Lake Western, in Finance No. 
11002, Denver & Rio Grande Western Railroad Co. reorganiza- 
tion and Denver & Salt Lake Western reorganization. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation had $46,389,249 of loans 
outstanding at the close of the year, according to the corpora- 
tion’s report filed with the Commission, says E. G. Buckland, 
president. 

The loans originally made to participating carriers 
amounted to $73,691,368. The reduction of $27,302,119 in the 
loans was brought about by repayments of $11,522,292, credits of 
$15,694,270 from distributions made by the corporation, applied’ 
tax refunds $32,589 and miscellaneous $52,968. 

Through twenty-three liquidating distributions, totaling 
$29,435,398, which included cash payments of $13,593,658, the 
corporation has returned 40 per cent of the contributed fund 
to the participants in‘the plan. 


COMMISSION ORDERS 


No. 27220, Norge Corporation vs. Long Island Railroad Co. Bush 
Terminal Railroad Co. permitted to intervene. 

No. 27213, Savannah Sugar Refining Corporation vs. Southern et 
al. New Orleans Joint Traffic Bureau permitted to intervene. 

No. 27226, New Orleans Joint Traffic Bureau vs. A. & R. et al. 
Alabama State Docks Commission, the Terminal Railway Alabama 
State Docks, the Mobile Chamber of Commerce, the City of Mobile 
and the Merchants’ Exchange of St. Louis permitted to intervene. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. Irvin M. 
Dawson Co., Farmers’ Distributing Co., Recker Bros. Co., and Stanley 
Fruit Co. permitted to intervene. 

No. 27204, Board of Railroad Commissioners of the state of South 
Dakota vs. B. & O. et al. Cities Service Oil Co. permitted to intervene. 

1. and S. No. 4109, livestock loaded and unloaded at Chicago. Re- 
quest of the Union Stock Yard & Transit Co. of Chicago, by letter, 
for postponement of the effective date of the order in this proceeding, 
denied. 
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No. 27175, L. D. Hood, Trading as Blue Ridge Coal Company et al., 
vs. N. & W. et al. Eastern Bituminous Coal Association permitted to 
intervene. 

No. 27235, Louisiana Oil Refining Corp. vs. T. & P. Ry. Col-Tex 
Refining Co. permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 

No. 26737, Davison Chemical Co. et al. vs. B. & O. et al. De- 
fendants ask for rehearing. 

No. 26542, International Paper Sales Co., Inc., vs. Georgia Railroad 
& Banking Co. et al. Defendants ask for reopening, reconsideration 
and oral argument. 

No. 26596, Norcross Brothers vs. Pennsylvania. Defendant asks 
for reconsideration and for oral argument before the Commission. 

No. 26285, Thomas Keery Co. et al. vs. N. Y. O. & W. et al. 
Complainants ask for reconsideration on question of denial of repara- 
tion. 

No. 26733, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
Southern et al. Complaint asks for a further hearing. 

No. 26166, Nash Finch Co. et al. vs. A. T. & S. F. et al. E. B. 
Boyd and F. A. Leland, for carriers defendants in this proceeding, ask 
for modification of the order to the extent necessary to establish rates 
on onions, without tops. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. Complainants 
ask for reconsideration and reargument. 

No. 14150, Corporation Commission of Oklahoma vs. A. & S. et al. 
Defendants petition for modification of order in this proceeding. 

No. 15841 et al., William Kelly Milling Co. vs. A. T. & S. F. 
Defendants petition for postponement of effective date of order, re- 
opening, reargument and reconsideration. 


SUSPENDED TARIFFS 


In I. and S. No. 4165, the Commission has suspended from 
January 8 until August 8, schedules in supplement No. 39 to 
Chicago, St. Paul, Minneapolis & Omaha I. C. C. No. 4746 and 
supplements Nos. 22 and 23 to Minneapolis, St. Paul & Sault 
Ste. Marie I. C. C. No. 6559. The suspended schedules propose 
to reduce the rate on bituminous fine coal, carloads, from 
Duluth, Minn., and other Lake Superior ports to Eau Claire, 
Wis., and intermediate points. The following is illustrative, 
rates being in cents a ton of 2,000 pounds: 

From Duluth, Minn., to Eau Claire, Wis., present, 141; proposed, 
125. 


WESTERN PASSENGER FARES 


Carriers with lines in Arkansas, Texas and Louisiana have 
asked the Commission, in No. 11775, Arkansas rates and fares; 
No. 11764, in the matter of intrastate rates within the state of 
Texas, and No. 11863, Louisiana rates, fares and charges, fur- 
ther to suspend orders issued by it in the cases mentioned 
requiring them to put intrastate passenger fares in the states 
named on the interstate level so as to permit them to extend 
the present reduced basis of fares without expiration dates. 
At present the so-called experimental fares of 3 cents, one way, 
good in all classes of equipment and 2 cents in coaches expire 
with March 31. The orders which the carriers desire to have 
further held up were entered in 1920 and 1921 in proceedings 
brought by them so that they might bring intrastate passenger 
fares up to the interstate level permitted by the Commission. 
The carriers desire to file tariffs effective April 1 continuing 
indefinitely the present fare bases. The orders permitting 
departure from the interstate bases prescribed by the Commis- 
sion were issued in the fall of 1934 for a limited period, ex- 
| any for other limited periods at various times since then. 

rant of these petitions will enable the carriers to maintain 
the present low rates without being required every six months 
to file new tariffs for another limited period. 


PASSENGER FARE CASE 


A decision in the Commission’s passenger fare investiga- 
tion may be expected shortly, according to a letter sent by the 
Commission to an inquirer. The case, it was stated, was under 
active consideration. 


DEMURRAGE ON PRIVATE CARS 


The National Industrial Traffic League has notified its 
members that the new Note 1 of demurrage rule 1-B-4 has 
been amended so that notations of car ownership need not be 
made on bills of lading in cases where evidence of ownership 
or lease is painted or stenciled on the car (see Traffic World, 
January 4, p. 18). The amendment to the rule, the League 
said, was filed under sixth section permission to become effec- 
tive on the same day as the new note itself, January 15. 


CHANGES IN DOCKET 
Hearing in No. 27211, assigned for January 9, at Philadelphia, 
Pa., before Examiner Macomber, was canceled. 
Hearing in I. and S. No. 4157, assigned for January 11, at St. 
Louis, Mo., before Examiner Mattingly, was canceled. 
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Loss and Damage Decisions 
_ Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Civil Court of Appeals of Texas. Amarillo.) In ship- 
per’s action for damage to live stock, allegations setting out 
specific injuries sustained by various animals held surplusage 
and immaterial allegation. (Fort Worth & Denver City Ry. 
Co. vs. Motley, 87 S. W. Rep. 551.) 

In shipper’s action against live stock carrier, allegation 
that on arrival of shipment at destination shipper was com- 
pelled to pay freight charges in amount in excess of what 
he would have paid if shipment had been continued to des- 
tination in two cars as called for by contract instead of three 
held proper pleading of special damages.—Ibid. 

In shipper’s action against carrier for damage to live stock, 
fact that pleading included itemized statement of nature and 
amount of damages to each animal held not to preclude plaintiff 
from recovering aggregate amount claimed under allegation 
of general damages (Carmack Amendment, 49 USCA, Sec. 20 
(11, 12)).—Ibid. 

Rights of parties to interstate shipment are governed by 
federal statutes and decisions.—Ibid. 


Words “existing law” as used in federal statute rendering 
initial carrier liable for negligence of connecting carrier and 
providing that nothing in statute should deprive holder of bill 
of lading of any remedy or right of action which he has under 
existing law mean existing federal law, and not state law 
(Carmack Amendment, 49 USCA, Sec. 20 (11, 12)).—Ibid. 


In shipper’s action against carrier for damage to: live 
stock, error, if any, in permitting introduction of notations on 
back of expense bill made by claim agent of one of carriers 
which handled shipment showing particular injuries received 
by each animal held harmless where undisputed testimony of 
witnesses established facts shown by such notations.—Ibid 

Admission of evidence tending to prove an immaterial alie- 
gation is not reversible error.—Ibid. 

Admission of evidence, if erroneous, is harmless where 
evidence of same facts is admitted without objection and is 
also admissible.—Ibid. 

Shipper who, during three years in which he had been 
handling horses and mules, had bought, loaded, and shipped 
from twenty to twenty-five cars and around one hundred and 
fifty cars of cattle held competent to testify in action against 
carrier for damages as to whether car was properly loaded 
with live stock for shipment.—Ibid. 

In shipper’s action against carrier for damages alleged 
resulting because carrier took live stock out of two cars and 
reloaded them in three, damages shown by testimony that 
after stock had been reloaded in three cars they had too much 
room and stood so far apart that they did not support each 
other held pertinent to facts alleged.—Ibid. — : 

Injuries resulting on other lines due to improper loading 
by initial carrier are chargeable to initial carrier.—Ibid. 

In shipper’s action for damage to live stock allegedly 
caused by carrier’s negligence in taking live stock out of two 
cars and reloading them in three cars, defense that shipper 
was contributorily negligent in overloading original cars held 
not sufficiently raised by pleadings and evidence to require 
submission to jury.—lIbid. 

Court is not justified in submitting any fact controversy 
to jury where issue is not raised by pleadings and evidence.— 
Ibid. 

Burden was on carrier to plead and prove facts sustaining 
defense that shipper was contributorily negligent in overload- 
ing live stock cars.—Ibid. 

Shipper’s contributory negligence is not complete defense 
in action for damages to live stock if damage caused by car- 
rier’s negligence and shipper’s contributory hegligence .can be 
separated.—Ibid. 


CHICAGO TIME PETITION 
The City of Chicago, through its corporation counsel, Bar- 
net Hodes, has petitioned the Commission to reopen its stand- 
ard time zone investigation, docket 10122, and to place the city 
of Chicago in the eastern standard time zone. The Chicago city 
council adopted an ordinance some weeks ago putting the city 
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on eastern standard time beginning March 1, 1936. The peti- 
tion pointed out that Chicago had used daylight saving time in 
the summer months for some years and that the continuance 
of the railroads operating on standard time in those periods 
had caused a popular demand for a synchronization of city and 
railroad time. The request for a reopening of No. 10122 and 
hearings on the Chicago question, the petition said, was not 
based on local needs and benefits “but on conditions having 
regard for the betterment of commerce.” The. last previous 
order of the Commission in the time zone investigation, the 
nineteenth in the case, denied the request of the state of 
Michigan to place all of that state in the eastern standard time 
zone (see Traffic World, June 11, 1932, p. 1231). 


ELKINS ACT CASES 


“Information has been received from the United States at- 
torney at Buffalo, N. Y., to the effect that the following indict- 
ments,” says Secretary McGinty of the Commission, “were re- 
turned on December 20, 1935, by a federal grand jury at Buffalo 
for alleged violations of section 1 of the Elkins act: B. & O. 
R. R. Co., 10 counts; Erie R. R. Co., 12 counts; Worcester Salt 
Co., 10 counts. 

“The indictment against the Baltimore & Ohio Railroad 
charges that the carrier with having granted concessions to the 
Worcester Salt Company through the device of having failed to 
assess and collect demurrage charges on carload shipments of 
salt forwarded during September, 1934, from Silver Springs, 
N. Y., to various interstate destinations. 

“The indictment against the Erie Railroad is similar in 
character and charges that carrier with having granted conces- 
sions through the device of having failed to assess and collect 
demurrage charges on certain interstate shipments of coal 
detained at River Junction, N. Y., prior to their delivery to Wor- 
cester Salt Company at Silver Springs, N. Y. 

“The indictment against the Worcester Salt Company 
charges that shipper with having accepted and received con- 
cessions in respect of certain carload shipments of salt for- 
warded by it from Silver Springs, N. Y., via the Baltimore & 
Ohio Railroad. 

“The cases were investigated by the Commission’s Bureau 
of Inquiry under the direction of Attorney Scott, and were 
presented to the grand jury by Joseph J. Doran, assistant 
United States attorney.” 


REFRIGERATION DATA QUESTION 


An interesting question as to the admisability as evidence 
in court of data from the records of the so-called private re- 
frigerator agencies has been raised in a brief filed by Henry J. 
Balzer in No. 6563, Max Shapiro, appellant, vs. Pennsylvania, 
in the District of Columbia Court of Appeals. The case involves 
a shipment of peas and cauliflower from Auburn, Wash., to 
Washington, D. C., under “standard” refrigeration. The ship- 
ment was received at destination in an alleged deteriorated 
condition. 

One of the assignments of error is that the lower court 
allowed the defendant, over objection, to introduce an exhibit 
of the C. M. St. P. & P. into the record and then permitted 
the witness to testify as to eight re-icings at different points 
along the route of movement between Auburn, Wash., and Chi- 
cago, Ill. The exhibit was made by a railroad employe not 
called as a witness and the entries on the exhibit were sup- 
posedly transferred from records of the Fruit Growers’ Express 
Co. or independent non-carrier icing companies. It was ad- 
mitted in evidence on the theory that it was kept by a rail- 
road company pursuant to the interstate commerce law. 

Appellant, in its brief, relies on the following grounds to 
support its contention that the exhibit was admitted in error: 
1. That the Interstate Commerce Commission has no authority 
over refrigerator car companies and has repeatedly recom- 
mended to Congress that it be given jurisdiction over “pseudo 
private” refrigerator agencies, whose records it can only ex- 
amine as a matter of grace; 2, admission of secondary evidence; 
3, failure to produce original records; and 4, deprivation of the 
right of cross-examination of witnesses who actually performed 
reicing services. The case has been assigned for argument in 
February. 


COMMISSION AND OTHER APPOINTMENTS 

President Roosevelt Jan. 6 sent to the Senate nominations 
reappointing Clyde B. Aitchison and Claude R. Porter as mem- 
bers of the Commission. It was announced at the White House 
recently that this would be done. 

Nominations covering recess appointments of Murray W. 
Latimer, Lee M. Eddy, and J. A. Dailey, as members of the 
Railroad Retirement Board, and of Otto S. Beyer, as a member 
of the National Mediation Board, were also sent to the Senate 
by President Roosevelt. 
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Midwest Board Meeting 


Shippers’ Board, Meeting at Chicago, Enlarges Scope of 
Activities to Include Legislation and Other 
Matters—Conn Speaks—Bryan Re- 

Elected General Chairman 


The Midwest Shippers’ Advisory Board at a meeting at 
the Palmer House, Chicago, January 9, voted to broaden the 
work of the board in accordance with the general trend indi- 
cated at the meeting of representatives of all the boards with 
representatives of the Association of American Railroads, No- 
vember 19, 1935 (see Traffic World, November 23, 1935, p. 
901). The action was taken in the form of a resolution that 
the “activities of the Midwest Shippers’ Advisory Board be 
extended to include all matters of mutual interest between 
railroads and shippers, except rate matters.” The resolution 
was adopted after considerable discussion under “suspended 
by-laws.” It had been pointed out that those by-laws restricted 
the activities of the board to car service matters and that they 
could be amended only by a two-thirds vote after the whole 
membership of the board had had ten days’ notice of the 
proposed amendments. 


Having decided to broaden the activities of the board, the 
members then voted affirmatively on proposals of the execu- 
tive committee to set up a legislative committee to work under 
the supervision of the executive committee, a committee to 
cooperate with the A. A. R.’s national tariff simplification com- 
mittee, a membership committee, and a committee on arrange- 
ments for board meetings. 


J. E. Bryan, general chairman of the board, traffic mana- 
ger, Wisconsin Paper and Pulp Manufacturers’ Traffic Asso- 
ciation, Chicago, reported on the November 19 shipper-railroad 
meeting and the action taken there and later by the A. A. R. 
This report opened the meeting and it was on it that the above 
described action was predicated. 


Commodity Committee Reports 


Reports of commodity committees foreshadowed an in- 
crease in carload tonnage in the territory of the board of 10.4 
in the first quarter of 1936 as compared with the first quarter 
of 1935. Outstanding commodities on which increases were 
predicted were grain and fresh fruits on each of which the 
committees reported they expected carloadings to be up 50 per 
cent; agricultural implements and vehicles, 43 per cent; lime 
and plaster, 28.6 per cent; lumber and forest products, 25 per 
cent, and iron and steel, 25 per cent. Potatoes, on which a 
reduction in carloadings of 23 was expected, and cement with a 
decrease of 7 per cent, were the only commodities to show 
probable decreases. Hay, straw and alfalfa, live stock, ore and 
concentrates, salt and automobiles, trucks and parts, the com- 


mittee reports indicated, would load about as heavily as they 
did last year. 


George K. Gibson, manager of sales, Mosinee Paper Com- 
pany, who was scheduled to make an address on “A Shipper’s 
Slant on Shipping,” was unable to be present. In his stead 
H. G. Taylor, chairman, Western Association of Railway Execu- 
tives, spoke briefly about the continued optimism of railroad 
men in spite of the difficulties under which they were work- 
ing. W. D. Beck, district manager, car service division, gave 
a brief review of traffic conditions on the railroads serving the 
territory covered by the board in lieu of the individual railroad 
reports customarily presented. L. M. Betts, manager, Car 
Service Division, A. A. R., also spoke briefly, congratulating 
the board on the steps it had taken to broaden its activities. 
He said railroad executives particularly welcomed the change 
because, from past experiences, they had been led to expect 
intelligent cooperation from the shippers’ advisory boards. 


Address by Conn 


Donald D. Conn, executive vice-president, Transportation 
Association of America, spoke on the subject, “Is Private 
Enterprise to Endure in the United States?” He said govern- 
ments were socialized in two ways—either by force, a method 
not to be looked forward to in this country, or by a slow 
process of erosion. The latter process was at work in the 
United States at present, he said, and its first manifestation 
would be the ownership and operation of the railroads of 
the government. He said the great need at the moment 
was popular education in transportation. He deplored the 
“constant conflicts between the different modes of transport” 
as interfering with “the cooperative understanding of the prob- 
lem the public has a right to expect.” There was no real 
reason to be found in the history of privately owned transpor- 
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tation to suggest that that economic principle ought to be 
abandoned, he said. He continued: 


Private enterprise has always justified itself in the conduct of 
American transportation. It has pioneered the principle of initiative 
and competition and after its pattern the industrial and farm life of 
this country has been constructed. In 1838 the national wealth of 
America was $2,500,000,000. It had grown in 1890 to $65,000,000,000; in 
1912 to $186,000,000,000, and in 1934 to $286,000,000,000. In 1838 our 
national income was approximately $38,000,000, while in 1934—less than 
one hundred years—it had risen to $47,000,000,000. This tremendous 
growth has been accomplished under our time-tired principles of 
private enterprise. Are they not still worth fighting for? 

The importance of transportation to the economic welfare of every 
citizen, and one reason why this problem must be currently and 
aggressively placed before the public, is illustrated by the tremendous 
and widespread effect of railroad purchasing power. If the Class I 
railroads of the United States had been able to expend, during the 
five year period 1930 to 1934, the same amount for capital improve- 
ments and maintenance as was actually expended in the previous five 
year period, a total of $6,500,000,000 would have been added to the 
buying power of this one industry. This exceeds the special relief 
appropriations authorized by the last Congress. 

Whether railroads are over-regulated and other forms of trans- 
port under-regulated is not at present the important issue. Comparable 
and intelligent consideration of our federal and state laws as they 
exist with a methodical analysis as to their effect and the changes 
necessary to bring about a greater flexibility of action and a freedom 
of opportunity for the establishment of voluntary relationships be- 
tween railroads, trucks, busses, and other modes of transport, repre- 
sents an essential first step in the consideration of this problem. 

The Transportation Association has a definite and specific pro- 
gram, First, attention is being directed to the problem of public 
education against government in business, which means government 
ownership of transportation. Parallel therewith, orderly consideration 
is being given to the economic and financial side of the picture, with 
the view of developing sound and impartial conclusions as to the 
step by step processes which will lead to a better order of things for 
all transportation and for its users. 


Election of Officers 
The officers of the board were re-elected, as follows: 


General Chairman, J. E. Bryan, traffic manager, Wisconsin Paper 
and Pulp Manufacturers’ Traffic Association, Chicago; alternate chair- 
man, G. A. Bahler, general traffic manager, Caterpillar Tractor Com- 
pany, Peoria, Ill.; general secretary, W. Y. Wildman, managing 
director, Illinois Coal Traffic Bureau, Chicago; members of the exec- 
utive committee, M. N. Billings, traffic manager, United States Steel 
Corporation subsidiaries, Chicago; J. L. Bowlus, manager, traffic de- 
partment, Milwaukee Grain and Stock Exchange, Milwaukee, Wis.; 
E. S. Briggs, secretary-manager, American Fruit and Vegetable Ship- 
pers’ Association, Chicago; J. A. Brough, traffic manager, Crane Com- 
pany, Chicago; T. C. Burwell, vice-president, A. E. Staley Manufactur- 
ing Company, Decatur, Ill.; M. P. Conway, chairman, Board of Rail- 
road Commissioners, Des Moines, Iowa; R. V. Craig, general traffic 
manager, Allied Mills, Inc., Chicago; J. R. Davey, traffic manager, 
Association of Commerce, Sheboygan, Wis.; A. R. Ebi, general traffic 
manager, Deere and Company, Moline, Ill.; H. E. Fairweather, tyaffic 
commissioner, Fort Wayne Traffic Bureau, Fort Wayne, Ind.; H. M. 
Gehrke, manager, traffic department, Association of Commerce, Mil- 
waukee, Wis.; E. R. Gustafson, assistant traffic manager, Universal 
Atlas Cement Company, Chicago; J. P. Haynes, executive vice-presi- 
dent, Association of Commerce, Chicago; C. E. Hearst, president, 
lowa Farm Bureau Federation, Des Moines, Iowa; C. E. Hochstedler, 
western assistant to the Coordinator, Chicago; H. A. Hollopeter, traf- 
fic manager, Chamber of Commerce, Terre Haute, Ind.; A. E. 
Hueneryager, commerce counsel, Zion Institutions and Industries, 
Zion, Ill.; C. A. Lahey, vice-president, Quaker Oats Company; R. J. 
#aubenstein, traffic commissioner, Association of Commerce, Green 
Bay, Wis.; A. R. McDonald, commissioner, Public Service Commission, 
Madison, Wis.; C. D. Miller, traffic manager, American Maize Proéd- 
ucts Company, Chicago; H. R. Park, traffic manager, Chicago Live 
Stoek Exchange, Chicago; A. G. Parr, general traffic manager, Nash 
Motors Company, Kenosha, Wis.; M. L. Pieper, traffic commissioner, 
Chamber of Commerce, Springfield, Ill.; R. I. Pierce, secretary- 
traffic manager, Manufacturers’ Association of Chicago Heights; L. J. 
Quasey, National Live Stock Marketing Association, Chicago; R. C. 
Ross, vice-president, Joseph T. Ryerson and Sons, Inc., Chicago; G. H. 
Shafer, transportation rate expert, Illinois Commerce Commission, 
Springfield, Ill.; Jonas Watfie, executive secretary, Indiana Coal Trade 
Association, Terre Haute, Ind., and I. W. Whitaker, traffic manager, 
Aluminum Goods Manufacturing Company, Manitowoc, Wis. 


It was voted to hold the summer meeting of the board at 
Green Bay, Wis., July 9. 

Immediately after the meeting the executive committee 
met and re-elected George A. Blair, traffic manager, Wilson 
and Company, Chicago, chairman. In accordance with the 
action of the board meeting, the following were appointed to 
the legislative committee: 


Chairman, C. F. Bather, traffic council, Rockfort Manufacturers’ 
and Shippers’ Association, Rockford, Ill.; Mr. Burwell; Lawrence Far- 
low, secretary, Illinois Farmers Grain Dealers’ Association, Bloom- 
ington, Ill.; G. M. Cummins, traffic commissioner, Davenport Traffic 
Bureau, Davenport, Iowa; Mr. Hearst; Harry Davis, traffic manager, 
Morrell Packing Company, Ottumwa, Iowa; Mr. Waffie; F. J. Travers, 
secretary, Lincoln Life Insurance Company, Ft. Wayne, Ind.; J. C. 
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Keller, traffic manager, Furniture Manufacturers’ Association, Evans- 
ville, Ind.; H. J. Bell, executive director, Association of Commerce, 
Milwaukee, Wis.; Mr. Quasey; R. M. Field, executive vice-president, 
American Feed Manufacturers’ Association, Chicago; W. N. Webb, 
general traffic manager, Celotex Company, Chicago; W. Nordsiek, IIli- 
nois Chamber of Commerce, Chicago. 


Mr. Field was appointed chairman of the new tariff sim- 
plification committee with the following members: Mr. Pierce; 
R. E. Riley, traffic manager, Silica Sand Producers’ Associa- 
tion, Chicago, and Mr. Hollopeter, ex officio. 


Mr. Burwell was appointed chairman of a special commit- 
tee on rules of procedure for the board, with Messrs. Billings 
and Shafer as the other members. 


It was decided to set up a membership committee with a 
sub-committee in each of the states covered by the board. Mr. 
Cummins was appointed general chairman of that committee, 
the other personnel to be worked out later. Similarly, the ap- 
pointment of the new committee on meeting arrangements was 
left for later. 


NORTHWEST TRAFFIC FORECAST 


Railroad freight traffic in the Pacific northwest will be 
19.8 per cent greater in the first three months of 1936 than it 
was in the first three months of 1935, according to the estimates 
made by the commodity committees of the Pacific Northwest 
Advisory Board. Of the forty commodities on which estimates 
were made gains were expected on 29. Among these were 
mixed fruits, 94.4 per cent; pears, 76.7 per cent; gravel, rock 
and sand, 86.4 per cent, and cement and concrete products, 61.9 
per cent. Decreases were forecast on sheep, 49.9 per cent; hay, 
straw and alfalfa, 52 per cent; agricultural implements and 
vehicles, 39.4 per cent, and potatoes, 37.2 per cent. The board 
will hold a meeting in March on a day and at a place not yet 
determined. 


ACCOUNTING RULES REVISION 


The Commission, by order made public Jan. 6, put into 
effect as of Jan. 1, revisions in its accounting rules agreed 
on in conferences between its Bureau of Accounts and account- 
ing officers of the railroads. The order specifically sets forth 
changes that are to be made in, for instance, the classifications 
of investment in road and equipment, operating revenues and 
operating expenses, income, profit and loss and balance sheet 
accounts; and in definitions of terminology used in the regu- 
lations. One of the changes, for illustration, revises the word 
“cost” as used in the general instructions in the classification of 
investment in road and equipment, as agreed on in the con- 
ferences mentioned. 


Also on the date mentioned the Commission issued an or- 
der postponing from Jan. 1, 1936, to Jan. 1, 1937, the effective 
date of its order of Sept. 16, 1935, in which it prescribed the 
text of road and equipment account 11, “ballast,” and operat- 
ing expense account 216, “ballast” for steam roads. The post- 
ponement was made on petition of the Association of Amer- 
ican Railroads. 


CHICAGO TRAFFIC COUNCIL 


More than 400 were at table at the annual meeting and 
luncheon of the Industrial Traffic Council of the Chicago Asso- 
ciation of Commerce at the Sherman Hotel January 6. L. E. 
Muntwyler, general traffic manager, Montgomery Ward and 
Company, retiring general chairman of the council, presided. 
The speaker was Sterling Morton, secretary, Morton Salt Com- 
pany. His subject was “Government; Business; Transporta- 
tion.” He said that, while each of these three had a well de- 
fined function of its own, they were interrelated and none 
could exist without the other two. The function of govern- 
ment, he said, was to provide the laws and rules under which 
business and transportation were carried on, but, he added, 
when its function went beyond that it acted as a brake on 
business and consequently on transportation rather than an 
aid. He pointed out that dollars taken by the government for 
taxation were removed from productiveness and acted to slow 
business. He said that, if the policy of “planned economy” 
were carried to its logical conclusion, there would be no more 
use for the industrial traffic man than for “a second tail on 
a cat.” 


At the conclusion of the address, Mr. Muntwyler turned 
the gavel over to S. L. Felton, general traffic manager, Acme 
Steel Company, newly elected general chairman of the council. 
Mr. Felton introduced E. F. Scott, general traffic manager, 
Beatrice Creamery Company, the council’s new general vice- 
chairman. 


The Traffic World 


PAGE 55 


Commission’s Annual Report 


Regulating Body Reviews Condition of Rail Industry— 
Asks More Power—Passenger Fare Comment 


Because it largely was written before the effect of the 
revival of business for the railroads in the fall of 1935 got into 
its figures, the Commission’s forty-ninth annual report, sent to 
Congress January 7, showed a condition that had been much 
improved since the writing. The report covers the twelve 
months ended with October, 1935. 

But even in that picture drawn before the change for the 
better produced much change in the figures, the Commission 
pointed to a potential shortage of box cars for high class 
loading. The report tells of things done and asks for changes 
in the law enabling it to do the Commission’s work more 
efficiently. 

With a view to expediting its work, the Commission asks, 
among other things, that Congress empower it to set up appel- 
late divisions, that a penalty be provided for carriers making 
inaccurate reports in answer to its questions, asks for minimum 
rate power over water carriers parties to joint rail-water rates 
otherwise subject to its jurisdiction, touches on the passenger 
fare situation with which it will deal in conferences this month, 
makes a little plaint about being hampered for office space 
and says that something more than a revival of business is 
needed to restore the railroads to health. The something more 
is adaptation to conditions created by other forms of trans- 
portation. 

“The situation with respect to the level of passenger fares 
maintained in the major districts in the country remains prac- 
tically the game as outlined in our last report,” says this one. 
“.. But while the eastern carriers are just about holding their 
own in that respect, the southern and western carriers under 
their experimental reduced fares, have shown steady and en- 
couraging increases in both passengers carried and revenues 
received.” 


Financial Results in 1934-5 


The financial results of the operation of railroads in 1934 
are shown in the following: 


Total rail operating revenues, including both freight and passen- 
ger, in 1932 were 51.2 per cent of the 1923-25 average; in 1933, 50.6 per 
cent; in 1934, 53.5 per cent; and for the first nine months of 1935, 
55.0 per cent of the nine months’ average in the base period. 

Total operating expenses in 1932 were 51.7 per cent of the 1923-25 
average; in 1933, 48.4 per cent; in 1934, 52.6 per cent; and for the 
first nine months of 1935, 54.7 per cent of the comparable base period 
average. The 10 per cent wage cut of February 1, 1932, has now been 
completely eliminated, 24% of the 10 per cent having been restored on 
July 1, 1934, 2% per cent on January 1, 1935, and 5 per cent on April 
1, 1935. The carriers met this increase in wage level in part by a re- 
duction in employment, which was possible because of a traffic decline 
in the last half of 1934. The seasonally adjusted index of railway em- 
ployment for June, 1934, was 57.8 per cent of the 1923-25 average and 
declined to a low of 55.1 for April, 1935. Since April there has been 
a slight increase to 55.4 per cent for September. 

The maintenance of the railway plant continued, in 1935, at the 
low depression level of recent years. 

The cost of fuel’ us@i by railways continued to increase in 1935. 

The operating expenses of 1934 were increased by charges accrued 
in anticipation of payments under the Railroad Retirement Act, ap- 
proved June 27, 1934. There were similar accruals in the early months 
of 1935. After this act was declared unconstitutional, these charges 
were reversed in 1935 by credits in part to profit and loss and in part 
to operating expenses. The net effect is to leave the operating expenses 
of 1934 overstated to the extent of $15,168,802 and those of the first 7 
months of 1935 understated by $6,546,952. No accruals in operating ex- 
penses have been made as yet under the retirement legislation of 1935. 

The net railway operating income of the first eight months of 
1935 was 12.9 per cent under that of the same period in 1934. The op- 
erating ratio rose from 74.56 to 77.04 in the same interval. 


Commission’s Way Out 


The Commission says that emergence from the bad finan- 
cial position of the railroads is dependent not only on a revival 
of business but the adoption of transportation methods to con- 
ditions created by other means of transportation. 

“It has come to be increasingly plain,” says the report, 
“that emergence from the unfavorable financial situation above 
indicated (the reference being to a net deficit of $78,025,038 
in the first seven months of 1935 as compared with a net deficit 
of $29,897,250 in the corresponding period of 1934) is dependent 
not only on a revival of business, especially in construction 
activities, but also on the adaptation of transportation methods 
to conditions created by competition from other means of trans- 
portation. Such adaptation is in progress. Pick-up and deliv- 
ery service is being widely extended; unprofitable trains are 
being replaced by motor bus and truck transportation, the field 
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of motor bus transportation being even now dominated by rail- 
way affiliated corporations; experiments are being made with 
lighter equipment, the comfort and speed of travel is being 
increased, and search is being made for opportunities for 
economy in expenditures such as pooling of traffic.” 

Just before the report said that “it has become increasingly 
plain that emergence from the unfavorable financial situation 
was dependent not only on a revival of business” but on other 
factors, it said that Class I roads, taken as a whole, had failed 
to meet fixed charges in the calendar years 1932, 1933 and 1934. 
It said that for the first seven months of 1935 the deficit was 
greater than in the corresponding period in 1934. The deficit 
of $16,887,078 for the calendar year of 1934 was the net result, 
it said, of $153,400,639 income of roads reporting an income 
and $170,287,717 of deficit of roads reporting a deficit. 

The report said that in the calendar year 1934, the total 
accrual of interest on unmatured funded debt in the income 
account of Class I railways amounted to $481,923,683, but only 
$402,170,361 was reported as paid in that year. The number 
of all classes of steam railways in the hands of receivers or 
trustee, excepting one switching and terminal company, was 
84 on October 1, 1935. Their aggregate funded debt, the report 
said, was $2,852,956,442, or 22.3 per cent of the total actually 
outstanding. The mileage of the roads in the hands of receiv- 
ers or trustees was 64,301, or 25.1 per cent of the total miles of 
steam railway operated. 


Before the Upturn Came 


Among the evidences of the depressed state of the industry 
the Commission in its review of railway earnings and traffic 
said the operating revenues of 1935 continued above the lowest 
level of the depression but that there had been lacking the 
pronounced improvement which was necessary to absorb the 
increased level of wages and material costs. However, it said 
that in the four weeks ending in September of 1935 carloadings 
exceeded by 5.2 per cent the corresponding total of 1934; by 
2.5 per cent that of 1933; and by 14.1 per cent that of 1932. It 
said that if coal and livestock loadings were excluded, the per- 
centages of increase for September were 11.2 per cent, 1935 
over 1934; 6.2 per cent, 1935 over 1933, and 18.8 per cent, 1935 
over 1932. 

The report said that while the net railway operating income 
of the first eight months of 1935 was 12.9 per cent under that 
of the same period in 1934, the figures showed, it added, all dis- 
tricts had recovered considerably from the low net earnings 
of 1932. 

The potential box car shortage was set forth in the part of 
the report devoted to the Bureau of Service. In that part of 
the report infirmities in the method of reporting “surplus” and 
“serviceable” cars are commented on, all under the caption 
“freight car supply and condition.” That part of the report 
says: 


Reports from our service agents indicate a potential shortage 
of certain types of freight cars, more particularly box cars for high- 
class loading. The supply of open-top cars for coal has also been close 
in several localities, and the bad-order car situation has not improved 
during the year. These conditions have been directed to the attention 
of the carriers involved. Reports coming to us from carrier sources 
refer to serviceable cars and surplus cars. The term ‘‘serviceable’’ can- 
not be relied upon as an index to condition and investigation has shown 
that the term ‘“‘surplus’’ as used affords no real basis for assurance 
that such cars are available for service. Many cars listed as ‘‘surplus’’ 
have in the past been found to be ‘‘bad order’’ when desired for 
service. Such designations also frequently cover types of cars not in 
demand, some of which at least have been set aside for retirement. 
Between December 1, 1934, and October 31, 1935, surplus box cars de- 
creased from 226,940 to 125,339, a difference of 101,601 cars or 44.8 per 
cent. Surplus gondola coal and coke cars declined from 123,365 to 
48,044, a difference of 75,321 cars or 61.1 per cent. For all freight cars 
the surplus decreased from 397,663 to 208,158, a difference of 189,505 
ears or 47.7 per cent. During the same period freight car ownership 
declined from 1,925,283 to 1,842,118, a difference of 83,165 cars or 4.3 
per cent. During that period 5,783 units of new equipment were added. 


One of the statements in the report is that the emergency 
freight charges, effective April 18, 1935, on specific commodities, 
combined with voluntary reductions by carriers to meet com- 
petitive situations, and with fluctuations in proportions of vari- 
ous kinds of traffic, have had little net effect on freight rev- 
enues by the unit of traffic. The report shows that the averages 
for the second quarters of 1933, 1934 and 1935 were 1.032, 
1.005 and 1.009 cents a ton-mile, respectively. 

Little complaint, the report said, had been made by the 
shipping public against the surcharges. Most of them, it added. 
had been directed against inequalities in the surcharges on 
competing articles and that nearly all these, when well 
grounded, had been corrected. It was also pointed out that 
since April, when the surcharges went into effect, carriers 
through concerted or individual action, had canceled or re- 
duced the surcharges on a number of articles moving between 
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specified points or in particular localities or territories for the 
stimulation of traffic or preventing its diversion to other forms 
of transportation. 

Information was not available, said the report, as to the 
number of miles of railway actually abandoned in the twelve 
months covered by it. But 122 applications had been made 
in the year for permission to abandon mileage, covering 2,537.17 
miles or the operation thereof. One hundred permits were 
given of which 27 were contested and 73 uncontested cases, 
involving 336.35 miles of main line, together with 571.19 miles 
of so-called short lines, of which 463.07 constituted the entire 
lines of the applicants and 108.02 miles portions of such lines, 
In the proceedings in which certificates permitting abandonment 
were issued, covering 1,296.23 miles of road, the estimate of 
average annual losses from continued operation or of future 
annual savings resulting from abandonment amounted to $1,- 
132,614. In the proceedings covering the remaining 361.64 miles, 
estimates of losses or savings were not given. The Commission 
said that the actual monetary savings from abandonment of 
mileage was generally an indeterminate amount “and that while 
we are satisfied that the abandonments were in the interest of 
economy, the saving cannot be stated in exact figures.” 


Rate Adjustment History 


The report, in respect of rates treated in the various pro- 
ceedings initiated by the Commission, is almost wholly his- 
torical. Observations with respect of the emergency charges 
and inteterritorial rate bases are exceptions. Those pertaining 
to the emergency charges or surcharges have been noted. The 
report said that while the response to its invitation to present 
views with regard to interterritorial bases, forty-eight briefs 
had been filed on the subject. Most of the parties, the report 
said, had taken the position that no single formula or method 
could be devised for constructing interterritorial rates in all 
cases and under all circumstances. The Commission said the 
subject would continue to receive its attention. 


New Laws Make More Work 


Additional legislation enacted by Congress since its last 
annual report, the Commission said, in some instances added 
materially to its work. In others the work was affected only 
slightly. The Commission devoted separate chapters to the 
amendment to section 77 of the national bankruptcy act and 
to the motor carrier act. 

The motor carrier act, the establishment of a new division 
to have charge of its administration and the creation of the 
Bureau of Motor Carriers to have immediate charge of the 
motor carrier work are set forth at considerable length, includ- 
ing the taking of $525,000 from the Commission’s genera! ap- 
propriation to carry on the work of the new organization. 

“The leaders in this organization (the Bureau of Motor 
Carriers) will, in most instances, be men thoroughly experi- 
enced in motor carrier transportation,” says the report. ‘There 
are subject to this act many thousands of motor carriers located 
in all sections of the country and for this reason, particularly, 
the problems to be met in its administration differ in many 
respects from those presented in dealing with rail and water 
carriers. Because of this, we plan a rather extensive field force 
so distributed that so far as practicable motor carrier opera- 
tors may be dealt with locally. This field force, in coopera- 
tion with state and municipal authorities, will assist motor 
carriers in understanding the requirements and in complying 
without unnecessary expense.” 

Observations about the amended section 77 of the bank- 
ruptcy act were made in connection with reorganization of 
railroads. It was pointed out that the amended section con- 
tained a provision intended to eliminate the necessity for unduly 
extended and expensive valuation hearings, particularly in con- 
nection with evidence of reproduction costs. The amended sec- 
tion directs the Commission to determine value on a basis which 
will give due consideration to the earning power of the prop- 
erty, past, present and prospective. The Commission says that 
while that provision is intended to expedite the determination 
of value by it, particularly with reference to the determination 
of the solvency of debtors, it does not remove the possibility 
that in the earlier proceedings, each valuation by it which 
affects the right of any class of creditors may be the subject of 
litigation that necessarily would prevent an early disposition 
of the proceedings. It is declared that the act, as now amended, 
has not been operative for a sufficient period to disclose fully 
its effect on reorganization proceedings. 


Carrier Report Inaccuracies 


The Commission recommends as before noted, that section 
20 (2) be amended so as to provide a penalty against a carrier 
and its officers for failing to make correct, as well as specific 
answers to questions in reports filed with it. That, it says, 
should have the effect of causing carriers to be more diligent 
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and careful in the preparation of reports, and, of precluding 
the defense in the courts, which can now be set up successfully 
in certain instances, that the failure to furnish accurate answers 
to material questions is the result of negligence rather than of 
intention to deceive. 

In certain instances, the Commission said, important ques- 
tions appearing in its report forms had been answered in such 
a manner that, while the answer was clearly inaccurate, and 
the absence of accurate information had been a hindrance to it 
in the performance of its duties, nevertheless there was not 
sufficient evidence that the incorrect answer was made with 
corrupt intent to furnish a basis of successful prosecution for 
perjury against either the individuals who subscribed to the 
report, or even against the carrier itself if, as seemed doubt- 
ful, a corporation could commit such an offense. The absence 
of a provision in the statute specifically making it an offense 
for a carrier or its officers to file reports which contain inac- 
curate answers, and providing a specific penalty therefor, left 
the door open, said the report, to the intentional making of 
incorrect or incomplete although specific answers to material 
questions, without incurring any punishment whatever unless 
there was sufficient evidence to sustain a charge of perjury 
against the individuals. 


Minimum Rail-Water Rates 


In asking minimum rate power over carriers by water 
otherwise within its jurisdiction the Commission points out 
that its jurisdiction is limited by section 15 (1) so as to exempt 
from its control minimum rates in the case of a through route 
where one of the carriers is a water line. 


“Our jurisdiction over common carriers by rail and com- 
mon carriers by motor vehicle covers both maxima and 
minima,” says the report. “Control over minimum rates of 
water carriers where our jurisdiction otherwise attaches would 
enable us to effect stability in the rate adjustment maintained 
by the several carriers and prevent the difficulties often result- 
ing in a rate structure where unreasonably low rates are main- 
tained by carriers by water beyond our authority. Therefore 
it is recommended that the act be amended to include the 
power to regulate minimum rates of water carriers otherwise 
within our jurisdiction.” 


Passenger Fares 


With regard to passenger fares the report says: 


In our last report we again referred to the constant decline, since 
1923, in the number of passengers carried by and in the gross pas- 
senger revenues of the railroads, and to the steady increase in the num- 
ber of passengers carried by other agencies of transportation. We 
mentioned the experimental reduced fares in the southern and western 
districts, which became effective on December 1, 1933, and have been 
since maintained, and the fact that the eastern carriers are still main- 
taining their basic fares at 3.6 eents per passenger-mile in coaches and 
Pullman cars, together with a Pullman surcharge which is the equiva- 
lent of about 0.5 cent per mile. We there said that we had instituted 
but had not yet conducted hearings in an investigation, entitled docket 
No. 26550, Passenger Fares and Surcharges, into the lawfulness of the 
passenger fares and Pullman surcharges maintained by all common 
carriers by railroad subject to our jurisdiction. 

The situation with respect to the level of the passenger fares main- 
tained in the respective major districts of the country remains prac- 
tically the same as outlined in our last report. The constant decline 
referred to in passengers and revenue seems to have struck its lowest 
level, but while the eastern carriers are just about holding their own 
in that respect, the southern and western carriers under their experi- 
mental reduced fares have shown steady and encouraging increases in 
both passengers carried and revenue received. 

The hearings in the investigation referred to have been completed; 
the examiner has issued a report embodying his recommendations to 
us; the issues were recently orally argued before us; and the case now 
stands submitted. A decision may be expected shortly. 


Railway Pass Inquiry 


With regard to its railway pass inquiry the Commission’s 
report avows that its purpose is to obtain greater uniformity 
in the various classes as to which carriers now are keeping 
Statistics of the number of passes issued. A comprehensive 
Statistical summary of the extent to which free transportation 
is accorded to various classes of persons heretofore, the report 
Says, has never before been attempted. 


Time Zone Investigation 


Although the Commission does not include the fact in its 
report on legislative recommendations, it does renew its recom- 
mendation of the past four years that the legislative field with 
respect to time zones be fully occupied by act of Congress or 
be left entirely to the states. It said that in some instances 
where the state and federal standards were different an addi- 
tional standard was injected by local option of the individual 
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cities or towns. It added that the confusion caused by this situa- 
tion was rapidly growing. 


Practitioners Admitted 


In the period from October 16, 1934, and October 15, 1935, 
the report says 400 applicants were admitted to practice before 
the Commission. Of these 259 were admitted on certificates 
showing admission to practice in courts and 141 on showing as 
to qualifications. The report also announced that by arrange- 
ment with the Association of Practitioners before the Inter- 
state Commerce Commission, reports were now being made by 
special committees of practitioners appointed by the associa- 
tion, after investigation of the qualifications of applicants for 
admission. One practitioner, it was announced, was disbarred, 
after notice and opportunity to be heard. 


Space Lack Hampers Work 


In a short chapter devoted to the new building, the Com- 
mission says that by reason of the inability of the authorities 
having charge of the assignment of quarters to obtain needed 
space in Washington to take care of its forces, its work was 
“being seriously hampered.” It said that in its last annual 
report it had advised Congress that it had moved into the new 
building constructed for its use and that in July, 1934, for 
the first time in many years its entire force was housed under 
one roof. Due to the curtailment of certain of its activities 
the Commission said it was possible for it to relinquish appreci- 
able amounts of space in the new building to the Federal Co- 
ordinator of Transportation, the Federal Communications Com- 
mission and other government activities. 

That situation was changed, the report indicated, by the 
passage of the motor carrier act, necessitating the creation of 
new agencies within its organization, with substantial personnel. 
Thereupon the Commission requested reallocation of the relin- 
quished space, some of which had been already assigned to it. 
Other portions of space previously relinquished, the report 
said, were not yet available for fhe Commission. The Commis- 
sion, the report says, has been advised that there is no avail- 
able space in Washington to which the agencies in question can 
be transferred. 

Apparently that part of the report was written before the 
assignment of quarters to the Bureau of Motor Carriers in 
Washington’s Harlem was made. The observations on the sub- 
ject end with the declaration that “the authorities are unable 
to secure needed space in Washington to take care of our 
forces and because of this our work is being seriously ham- 
pered.” 

Bureau Reports 


The Commission’s report to Congress, as usual, contains 
a recital of the work done by its bureaus in the year covered 
by it. The material is nearly all historical, little of it having 
to do with the future. 


Bureau of Finance 


The report of the Bureau of Finance shows that 159 appli- 
cations were filed for authority to construct new lines or extend 
existing lines, to abandon mileage and to operate or to acquire 
and operate, covering 5,109.24 miles. New construction covered 
by eleven applications for such authority covered only 196.9 
miles, while the applications to abandon mileage covered 
2,537.17 miles and the 26 to operate or to acquire and operate 
covered 2,375.16 miles. 

Thirteen certificates authorizing new construction cover- 
ing 88.66 miles were {ssued; 100 permitting abandonment cov- 
ered 1.691.82 miles; and 34 authorizing operation or acquisition, 
covered 826.81 miles. Two applications for permission to con- 
struct new lines covering 128 miles and six to abandon 310.43 
miles were denied. Two applications for authority to construct 
610 miles, five to abandon 122.46 and two to acquire or to 
acquire and operate 34 miles weré dismissed. 

Since the effective date of the act giving the Commission 
control over construction, abandonment and acquisitions, the 
report said, that certificates had been issued authorizing the 
construction of approximately 9,851 miles of new railroad, of 
which approximately 6.854 miles had been completed and that 
projects aggregating about 2,073 miles had been abandoned or 
deferred. 

The Bureau of Finance reports that it received 70 applica- 
tions and 36 supplements thereto for authority to issue securi- 
ties and had received notification of the issuance of notes under 
authority of section 20a (9) aggregating $85,449.465.72. 

Actual ‘issues of securities totaled $271,278.703.39; condi- 
tional issues totaled $216,919,438.96 and nominal issues, $54,- 
850.975.70. Capital stock issues totaled only $1,802,500. Mort- 
gage bonds totaled $136,062,992.97. Receivers’ certificates issued 
totaled $30,229.000 and equipment trust obligations actually 
issued totaled $23,775,000; nominally issued, $500,000 and condi- 
tionally issued, $1,422,000. The largest item of securities, other 
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than mortgage bonds, were debentures of which $6,300,000 were 
nominally issued and $42,843,552.42 actually issued. Of the 
eighty-five million plus of notes issued, the report said $66,- 
438,491.14 was for renewal of notes previously issued. 

In the report of the Bureau of Finance it was shown that 
the Commission, since its last annual report, had approved 
loans from the RFC totaling $22,401,898 on applications of 
eight carriers. The largest single item to be taken care of by 
RFC loans was $8,906,800 of bond interest. The next largest 
item was $6,757,000 to take care of the principal of equipment 
trust securities. 

The report of the Bureau of Finance also shows that in the 
year $6,359,284.98 of loans to carriers after federal control were 
repaid; also that under that statute the Commission certified 
loans to carriers aggregating $350,600,667 of which $324,628,- 
010.64 had been repaid. Interest on the loans, the report said, 
aggregated $90,293,172.66. 


Bureau of Formal Cases 


As to formal cases brought before the Commission, the 
report of the Bureau of Formal Cases shows that in the period 
covered by it the number was 469. In the preceding year the 
number was 486; in 1933, it was 621, and in 1932 it was 825. 
In the year there were only 34 sub-numbers under the formal 
complaint numbers. When the report closed 849 formal cases 
were pending. 

Under the shortened procedure method 270 cases were con- 
sidered and 152 were pending when the report closed. The 
number of informal complaints received was 1,475, a decrease 
of 279 from the preceding year. Reparation authorized under 
informal complaints totaled $745,202.57. 


Bureau of Inquiry 


Attorneys and special agents in the Bureau of Inquiry, the 
report said, directed and conducted investigations in more 
than 200 cases in the year. As to one phase of that work 
the report said: 


Many of such investigations disclosed practices which had been re- 
sorted to by railroad and trucking companies and by shippers with 
a view to defeating published rates and otherwise granting or obtain- 
ing concessions and discriminations and dissipating the carriers’ reve- 
nues. 

In several instances trucking companies, which act as agents of 
railroad companies in the performance of terminal services provided 
for by published tariffs, were found to be extending favors to ship- 
pers whereby property was being transported at less than lawful 
rates. Indictments of two railroad companies and two trucking com- 
panies, based on such practices, were returned. In other instances in- 
vestigation disclosed that the trucking companies, directly or indi- 
rectly, passed on to shippers a portion of the compensation received 
from the railroad companies for performing such terminal services. 
Concessions of this type, when knowingly granted and received, con- 
stitute violations of the Elkins Act under the principles announced in 
Spencer Kellogg & Sons vs. United States, 20 F. (2d) 459. 

One investigation disclosed the continuance of practices such as 
were condemned in our report in Ex Parte No. 104, Use of Privately 
Owned Refrigerator Cars, 201 I. C. C. 323, wherein we found that a 
concession in violation of the Elkins Act results from the payment to 
shippers, who are lessees of private cars, of mileage earnings that are 
in excess of the rental which those shippers pay to the private car 
companies from whom such cars are leased. An indictment based on 
the granting of concessions of this type was returned against a private 
car company through whose efforts mileage allowances paid by the 
carriers found their way to lessee-shippers. 


Bureau of Service 


In the part of the report given over to the Bureau of, 
Service, reference is made to irregularities in the loading and 
weighing of livestock and the practice of carriers leasing tracks 
or parts of tracks, as follows: 


Information has reached us concerning alleged irregularities of 
extensive scope in connection with the loading and weighing of live- 
stock shipments in the southwest. This is also under investigation and 
it is believed that the informal measures now under way will result in 
the correction of the matters complained of without the necessity of 
further action. 

A growing practice of comparatively recent origin is that in which 
the carriers lease tracks and portions of tracks at intermediate points 
to shippers who use their own tank ears; this with the object of bring- 
ing these cars within the exception published in the agency demur- 
rage tariff which exempts private cars from demurrage rules while on 
the tracks of their owners. Not infrequently the lessees are granted por- 
tions of hold or other tracks in yards, the lease covering a definite num- 
ber of linear feet of such tracks. The plan is so susceptible of abuse 
that its operation is being carefully studied. 


Average Per Diem Plan 


Commenting on the so-called frozen per diem plan put into 
effect by the railroads, May 1, the Commission said: 


It is not possible at this time to predict the full effect of this 
change on either carriers or shippers. One result will probably be 
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some reduction in the cross-haul empty movement, and another will be 
a substantial disturbance of the per diem balances. The possibility of 
making use of the plan to temporarily curtail repairs to system cars 
by increasing the use of foreign cars for local loading should not be 
disregarded and it is not an answer to this to say that car service rules 
will not permit it to be done. The plan is too new to permit of ac- 
curate appraisal at this time, but its possible effect upon car service is 
such that it deserves careful study. 


Bureau of Statistics 


The text describing the work of the Bureau of Statistics 
shows the effect of changes in report forms required by the 
Commission including the making of consolidated reports in 
cases where two or more railways are operating as one system. 
One thing shown in that part is an apparent decrease in rail- 
road capitalization of $244,863,086. The explanation, in part, 
of that apparent decrease, the report said, was the transfer 
of $185,799,014 of debt matured and unpaid from funded debt 
to current liabilities. The submission of system reports ac- 
counted for a reduction of $124,191,543. Without such changes, 
the report said, the total capitalization would have shown an 
increase of $65,127,471. 

Dividends declared were $52,976,439 larger in 1934 than 
in 1933, the total having been $211,766,557, or an average of 
2.13 per cent on all railway capital stock. The report said 
that if all intra-system dividends had been excluded the total 
declared by all classes of steam railways would have been only 
$168,065,203), of which $11,737,087 was payable to railway 
companies not affiliated with the declaring company. 

Railway tax accruals of Class I roads and their non-operat- 
ing subsidiaries totaled $241,812,732 in 1934, which was $9,943,- 
— than in 1933 and more than $100,000,000 less than in 


Bureau of Traffic 


In the year the section of tariffs of the Bureau of Traffic 
received 120,090 tariff publications containing changes in rates 
or classifications of the carriers required to file tariffs at the 
time the report was written. In the year 103 suspension pro- 
ceedings were initiated and 95 cases came over from the pre- 
ceding year. 


Bureau of Valuation 


The work of the Bureau of Valuation was described as hav- 
ing largely centered in bringing inventories to currency; in- 
ventorying the property of pipe lines; completing inventorying 
of the property of the Western Union Telegraph Co. and re- 
sponding to calls from the Commission and the Federal Co- 
ordinator of Transportation for data. In the year, the report 
said, the staff of the Bureau had been reduced from 353 to 304. 


Legislation Recommendations 


The Commission closes its report with recommendations 
for changes in statutes and a summary of recommendations for 
legislation as follows: 


In our last annual report we recommended a change in section 
21 of the Interstate Commerce Act to provide that the date for submit- 
ting our report to the Congress be changed from the first day of De- 
cember to the first day of January each year. This was intended to 
coincide with the amendment to the Constitution providing for the 
convening of Congress on the third day of January each year instead 
of the first Monday in December, and this change was made, by an 
act approved May 23, 1935, 49 Stat. 287. 

We further recommended a corresponding change in section 3 of 
fhe Sundry Civil Bill, 39 Stat. 336, approved July 1, 1916, without 
which the amendment to section 21 would be of no effect. This change 
was not made, and we renew our recommendation. 

Reorganization of the Commission to enable it promptly and prop- 
erly to discharge the additional duties imposed by the Act to Revise 
the Air Mail Laws, as amended, and the Motor Carrier Act, 1935, has 
been constantly before us during the time these acts were under con- 
sideration. Numerous suggestions and plans for such reorganization 
have been submitted to us and to the Congress and we have submitted 
reports thereon to the appropriate committees of both Houses of Con- 
gress. These plans have almost without exception provided for an in- 
crease in the membership of the Commission with the increase in cost 
incident thereto. In our report to the respective committees on S. 
1635 and H. R. 5635 we said: 

“Any present increase in the number of Commissioners is unnec- 
essary from the standpoint of efficiency in work, and should be left for 
consideration until after the Commission may have had experience with 
any new duties which have been imposed.”’ 

Substantial additional duties have been imposed by the acts above 
referred to, both of which are now in effect, and there remains the 
possibility, if not the probability, of additional duties being assigned 
in connection with the regulation of other forms of transportation. 

In the light of the additional legislation above referred to and 
some months’ experience in organizing bureaus to meet the duties 
thereby assigned to us, we have given further consideration and study 
to the various plans for the reorganization of the Commission which 
have been presented and our conclusion that there is no present need 
for an increase in the membership of the Interstate Commerce Com- 
mission has been confirmed and strengthened. 

Looking to the future, however, it is apparent that changes which 
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will effect a saving in the time of the Commissioners and make for 
greater efficiency in their work are desirable and can be made. These 
changes may be effectuated by slight amendment of sections 16a and 
17 of the Interstate Commerce Act. We therefore recommend the fol- 
lowing amendment to those sections of the act: 

Add to Section 16a of the Act: 

“For the purposes of this section, the Commission may create one 
or more appellate divisions, each to consist of five or more members 
of the Commission designated by it, and may by general order or by 
special orders assign applications for rehearings generally or in par- 
ticular cases or in particular classes of cases to one of such appellate 
divisions for consideration, decision and action thereon, and any action 
by an appellate division in any matter so assigned to it, whether upon 
the application for rehearing or in any subsequent proceedings, shall 
have the same force and effect, and may be made, evidenced, and en- 
forced, and have the same degree of finality, as if made or taken by 
the Commission; but this shall not be deemed to divest the Commis- 
sion of any of its powers. In case of vacancy in any such division, or 
of absence or inability to serve thereon of any Commissioner thereto 
assigned, the chairman of the Commission or any Commissioner desig- 
nated by him for that purpose, may temporarily serve on such division 
until the Commission shall otherwise order. The senior in service of 
the Commissioners constituting any such division shall act as chairman 
thereof.”’ 

Section 17 (2): Amend second sentence to read: 

“Such divisions shall be denominated, respectively, division one, 
division two, and so forth, or may be designated by the Commission by 
a term descriptive of the principal subject, work, business, or function 
assigned or referred to such divisions under the provisions of this sec- 
tion.’ 

Section 17 (4), second sentence, substitute for ‘‘subject to rehearing 
by the Commission’’ the following ‘‘subject to rehearing by the Com- 
mission or by an appellate division thereof as provided in section 16a 
hereof, as the case may be,’’ and strike the remainder of the sentence. 

Section 17 (6): 

In the first sentence, strike out the colon before ‘‘Provided, how- 
ever,"’ and substitute a period, and strike the remainder of the sen- 
tence. 

In the seventh sentence, strike the words ‘‘by the Commission,’’ so 
the sentence will read, ‘‘Any action by a division upon such a peti- 
tion shall itself be subject to reconsideration as provided in Section 
16a of this Act and in paragraph (4) of this section.’’ : 

The foregoing amendments would authorize the Commission to 
create an appellate division or divisions of not less than five Commis- 
sioners, to which the Commission could refer applications for rehear- 
ings either generally or in particular cases or classes of cases. The de- 
cision of the appellate division in such cases would be final the same 
as if it were by the entire Commission. This would relieve the Com- 
mission of the necessity of having 11 Commissioners consider many 
cases which are not of such character or importance as to warrant 
such procedure. 

It is not believed that any party would suffer injury or any cause 
would be prejuiced by being finally disposed of by an appellate division 
of five members. These changes will make it possible for the Com- 
mission to function effectively in all of its departments and divisions 
and at the same time to so organize that the increased duties and 
responsibilities already assigned.-may be effectively performed together 
with such additional assignments as may come to us with respect to 
regulation of other forms of transportation. 

As provided by law, the Coordinator will in due course submit 
to us his recommendations for further legislation, which we are re- 
quired to transmit together with our comments thereon to the Presi- 
dent and to the Congress. The comments which we shall then make 


may supplement our present observations on the subject of additional 
legislation. : 


Summary of Recommendations for Legislation 


1. That further statutory provisions be enacted to protect employes 
from undue financial loss as a consequence of authorized railway aban- 
donments or unifications found to be in the interest of the general pub- 
lic, or otherwise lawfully effected. 

2. That the act be amended to include the power to regulate mini- 
mum rates of water carriers otherwise within our jurisdiction. 

3, That section 20 (2) of the act be amended so as to provide for 
a penalty against a carrier and its officers for failing to make correct, 
as well as specific, answers to questions in reports filed with us. 

4. That section 1 (22) and section 20a (1) be amended by substitut- 
ing provisions exempting from our jurisdiction ail street, suburban, 
and interurban electric railways except such as are operated as parts 
of general steam railroad systems of transportation or are engaged in 
the general transportation of freight and interchange standard steam 
railroad freight equipment with steam railroads for transportation of 
interstate or foreign commerce to or from points on their lines, and that 
a similar exemption of such electric railways as ‘‘carriers’’ from the 
provisions of section 5 (4) and (5) be made by limiting the definition 
of the term ‘‘carrier’’ through appropriate amendment of section 5 (17). 


MONEY FOR I. C. C. REGULATION 


An estimate of $7,246,550 for the work of the Interstate 
Commerce Commission for the fiscal year ending June 30, 1937, 
is contained in the annual budget submitted to Congress by 
President Roosevelt. This compares with an appropriation of 
$5,850,656 for the fiscal year ending June 30, 1936. 


__The Bureau of the Budget, in an explanatory statement, 
Said the increase of $1,395,894 resulted mainly from the motor 
carrier act and the air mail act. 

For administration of the motor carrier act, an appropria- 
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tion of $1,700,000 is proposed. This estimate, says the budget 
bureau, provides for 326 departmental employes and 146 field 
employes with salaries aggregating $1,271,500, and $428,500 
for travel, rentals and other expenses. It said further that 
the 1937 estimate for printing and binding for the Commission 
exceeded the appropriation for 1936 by $50,000, which “addi- 
tional amount is required to take care of printing and binding 
incidental to the administration of the motor carrier act.” 

The bureau said the estimates included also a new item 
of appropriation for “air-mail work’ of $160,000, and pointed 
out that, under the air mail act of August 14, 1935, the Com- 
mission was directed to fix and determine from time to time 
fair and reasonable rates of compensation for the transporta- 
tion of air mail and at least once each year to examine the 
books, accounts, contracts and entire business records of the 
holder of each air mail contract. 

For administrative expenses of the Commission, said the 
bureau, a net decrease of $252,564 was shown for 1937. 

The House committee on appropriations January 7 favor- 
ably reported the independent offices appropriation bill carry- 
ing $7,246,550 for the Commission—the Budget estimate—by 
appropriation of $7,089,550 plus a reappropriation of $157,000. 
The bill provides, with reappropriations, the following amounts 
for various classes of the Commission’s work: General admin- 
istrative expense, $2,544,000; regulating accounts, $852,000; 
safety of employes, $506,000; signal safety systems, $38,550; 
locomotive inspection, $471,000; valuation of property, $800,000; 
air mail, $160,000; motor transport regulation, $1,700,000; print- 
ing and binding, $175,000. 

The hearings on the bill revealed the Commission had asked 
the Budget for $9,190,361. 

“Our estimates for the Bureau of the Budget were very 
carefully considered,” said Commissioner McManamy to the 
committee. “We believe that they are the minimum necessary 
to satisfactorily accomplish the work we see before us.” 


EXPEDITION OF I. C. C. WORK 


The Traffic World Washington Bureau 


Though the Commission has not exhausted the additional 
power given it by Congress a few years ago, it asks for another 
grant of power in its annual report. It asks authority to ap- 
point appellate divisions for the expediting of its work. 

Failure to use the additional power granted in section 
17(6), it is explained, is due to the fact that there is no jam 
in the sort of work pressure of which could be relieved by 
use of any of the power thus far not employed. But there is 
a jam, due to demands of parties to complaints before the 
Commission, for rehearings, in the nature of appeals. Many 
of the demands for rehearing are in cases handled by divisions. 
The makers of such appeals, by their petitions, frequently, if 
not always, express desire for the judgment of the entire Com- 
mission. 

The Commission has not thus far made any use of the 
power to refer complaints to individual commissioners or 
boards of employes conferred by section 17(6), because the 
divisions that have been set up have been able, in its view, to 
make disposition of cases referred to them in reasonable time. 

When section 17 was amended by the addition of para- 
graph 6, the Commissfon amended its rules of practice so that, 
if the state of its docket came to indicate the need therefor, it 
could assign any shortened procedure case to a single commis- 
sioner or to a board of employes for disposition. The rules 
provide that parties that accept the shortened procedure method 
of disposition must agree, if the Commission desires, to assign 
such a complaint for decision bY one commissioner or by a 
board of employes. 

The power to assign complaints for disposition by one 
commissioner or board of employes is limited by section 17(6). 
That part of the statute says that the authority therein con- 
ferred shall not extend to investigations instituted on the Com- 
mission’s own motion nor, without the consent of the parties 
thereto, to contested proceedings involving the taking of tes- 
timony at public hearings. 

Authorizing the creation of the appellate divisions, each 
composed of not fewer than five members, the annual report 
says, would relieve the Commission of the necessity of hav- 
ing eleven commissioners consider many cases that are not 
of such character or importance as to warrant such procedure. 

The Commission has delegated authority under section 
17(6) to commissioners and employes so that, for illustration, 
Commissioner Aitchison has passed on 8,067 sixth section ap- 
plications and, in his absence, Director Hardie, of the Bureau 
of Traffic, handled 846. Chairman Tate handled 4,210 appli- 
cations and complaints on the special docket. Among them 
Chairman Tate, Commissioner Aitchison, and Commissioner 
Lee disposed of 400 applications to practice before the Com- 
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mission. Commissioner Eastman, for further illustration, dis- 
posed of 61 questions pertaining to the distribution of carrier 
accounts and the spreading of items over periods of time, un- 
der section 20. Commissioner Porter made reference of 24 
matters to the Department of Justice, each involving a sup- 
posed violation of law such as the Elkins act. Each commis- 
sioner had a share of almost but not quite routine work re- 
ferred to him for disposition, that, but for the provisions of 
section 17(6), would have required action by the entire Com- 
mission. 


RAIL PENSION LITIGATION 


One hundred and thirty-five Class I roads, including thirty- 
two in receivership or trusteeship, the Pullman Company and 
two express companies, filed suit Jan 7, in the Supreme Court 
of the District of Columbia against the Railroad Retirement 
Board and the Commissioner of Internal Revenue to test the 
constitutionality of the 1935 railroad pension legislation enacted 
by Congress. 

“The railroad retirement act of 1934, based upon the com- 
merce clause of the Constitution, was declared unconstitu- 
tional by Chief Justice Wheat in the Supreme Court of the 
District of Columbia and by the Supreme Court of the United 
States in a decision rendered in May, 1935,” says the Associa- 
tion of American Railroads. “Congress, declining to follow the 
suggestion of the President and the Attorney General for the 
appointment of a commission to fully investigate the whole 
question of railroad pensions, passed two laws to meet the 
lack of power under the commerce clause. One act levied an 
excise tax on the railroads of 34 per centum of the compensa- 
tion, not in excess of $300 per month, paid by them to em- 
ployes, and an income tax on each employe of 3% per centum 
of his compensation not in excess of $300 per month. The 
other act, passed the same day, established a retirement sys- 
tem for railroad employes reaching 65 years of age, with a 
maximum pension of $120 per month. 


“The bill of complaint charges the tax act is not to create 
revenue for the support of the government but its true purpose 
is to furnish funds to pay the pensions. Also that the retire- 
ment act is not a disbursement of general government funds 
but is a distribution of the funds raised by the tax on the 
railroads and their employes. It charges that the separation 
of the two acts and the scheme of passing through the United 
States treasury the funds is a device to accomplish the pay- 
ment of a pension, which the Supreme Court has declared 
could not be lawfully done. 

“The first year’s payment by the railroads under the law, 
it is alleged, will be $58,000,000. The total cost of the pension 
system will increase until for the year 1960 it will amount to 
$269,000,000. 

“The bill charges that the two acts as a pension system 
have many of the same unconstitutional features as the 1934 
law. Among others it pays a pension to discharged employes 
when they reach 65, regardless of cause of the discharge. Also, 
if a person was in service at the date of passage of the law, 
and quits at any age and with any service period and for any 
cause, he will receive a pension when he reaches 65 years of 
age regardless of how long such person shall have been entirely 
out of railroad service. 

“The railroads allege that the whole scheme is one of 
spoiliation and confiscation of their property and not taxation. 
It is thought the AAA decision, while not controlling, will be 
helpful to the plaintiffs in this case. 

“Counsel for the railroads expressed the hope that the 
case may be decided on its merits before March 1, the effec- 
tive date of the act, and therefore the bill does not ask for a 
restraining order or for an interlocutory injunction. The pro- 
cedure will be for the Retirement Board to answer in twenty 
days and the case will then be tried. 

“The case is being handled for the railroads by a commit- 
tee of counsel composed of R. V. Fletcher, vice president and 
general counsel of the Association of American Railroads; S. R. 
Prince, general counsel, Southern Railway Company; S. S. 
Alderman, general solicitor, Southern Railway Company; 
Jacob Aronson, vice president, law, New York Central Lines; 
E. S. Jouett, vice president and general counsel, Louisville & 
Nashville Railroad Company; D. F. Lyons, general counsel, 
Northern Pacific Railway Company, and E. E. McInnis, gen- 
eral counsel, Atchison, Topeka & Santa Fe Railway Company.” 

That invalidation of the railroad pension legislation of 
1935 was to be inferred from the decision of the Supreme Court 
in the Agricultural Adjustment Administration litigation, was 
a rather general view among lawyers, including railroad law- 
yers, immediately after its promulgation. Attorneys for the 
railroads who brought a suit to test the constitutionality of the 
railroad pension legislation the day after the AAA decision 
was made, in the statement made about the pension suit, con- 
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tented themselves with saying on that point, “it is thought 
the AAA decision, while not controlling, will be helpful to the 
plaintiffs in this case.” 

J. M. Hood, president of the American Short Line Railroad 
Association, asserted that the decision of the court in the Agri- 
cultural Adjustment Administration litigation, foreshadowed 
the holding invalid of, among other new deal statutes, the rail- 
road retirement act of 1935. He said: 

The decision of the court in this case, in the light of the language 
used in the opinion of the majority, foreshadows the holding invalid 
of the Guffey-Snyder bituminous coal conservation act, the Wagner 
Labor Disputes bill, the Bankhead cotton control act, the railroad re- 
tirement act of 1935, and similar acts. The effect of the decision is to 
blast the foundations of practically all the so-called ‘‘new deal’’ legis- 
lation. The opinion of the court in this case clearly sustains the right 
of the railroads to test the constitutionality of the railroad retirement 
act and the railroad pension-taxing act. Counsel for the railway labor 
unions have heretofore contended that Massachusetts vs. Mellon pro- 
hibited an attack upon the constitutionality of the new railroad retire- 
ment acts 


Justice Roberts, in delivering the opinion of the court in 
the AAA case, specifically and pointedly overturned the con- 
tention about the Massachusetts vs. Mellon case making it im- 
possible, it was contended, for the railroads to assail the excise 
tax laid on them in the tax statute enacted on the day the pen- 
sion act was passed. 

The theory of those who persuaded Congress to pass the 
pension legislation was that, if the enactment creating the 
pension system and the enactment laying taxes on the railroads 
and their employes for its support were not connected with 
each other, a suit could not be maintained by the railroads or 
any other taxpayer to test the constitutionality of the plan 
by assailing the tax feature of it. But the decision in the AAA 
case definitely destroyed the value of that idea. 

“But here the respondents who are called upon to pay 
moneys as taxes resist the exaction as a step in an unauthorized 
plan,” said Justice Roberts, speaking the judgment of the 
Supreme Court. “This circumstance clearly distinguishes the 
case. The government in substance and effect asks us to 
separate the agricultural adjustment act into two statutes, the 
one levying an excise on processors of certain commodities, the 
other appropriating the public moneys independently of the 
first.” 

“Passing the novel suggestion that two statutes enacted as 
part of a single scheme should be tested as if they were distinct 
and unrelated, we think the legislation now before us is not 
susceptible of such separation and treatment. 

“The tax can only be sustained by ignoring the avowed 
purpose and operation of the act, and holding it a measure 
merely laying an excise upon processors to raise revenue for 
the support of the government. Beyond cavil the sole object of 
the legislation is to restore the purchasing power of agricultural 
products to a parity with that prevailing in an earlier day; to 
take money from the processor and bestow it upon farmers 
who will reduce their acreage for the accomplishment of the 
proposed end, and, meanwhile, to aid these farmers during the 
period required to bring the prices of their crops to the desired 
= The tax plays an indispensable part in the plan of regu- 
ation.” 

} But the court did not hold the AAA scheme invalid on 
account of the plan being one to expropriate the money of one 
class and give it to another. It held that the plan was an 
invasion of the rights of the states, in violation of that part 
of the Constitution in which power not granted to the federal 
government was reserved to the states or to the people. How- 
ever, in disposing of the case, the court found it necessary to 
deal with the proposition that a taxpayer could not question 
the laying of taxes, which is a general rule that was upheld in 
the Mellon case, but which the court distinguished from the 
one at bar. 

In dealing with that theory the court uttered the language 
concerning the separation of the two parts of the AAA legisla- 
tion which has generally been taken to mean that, when the 
court has before it the railroad pension legislation, it will make 
short work of the technical fact that the rail pension plan is 
contained in two physically unconnected statutes, one of which 
lays taxes and excises, as if for the support of the government. 

_ The court held that regulation of agriculture was an inva- 
sion of the rights reserved to the states. 

“The power of taxation, which is expressly granted,” said 
the opinion of the court, “may, of course, be adopted as a means 
to carry into operation another power also expressly granted. 
But resort to the taxing power to effectuate an end which is 
not legitimate, not within the scope of the Constitution, is obvi- 
ously inadmissible.” 

In holding invalid the rail pesnion act of 1934, the Supreme 
Court said such legislation was beyond the power of Congress. 
In the AAA litigation it points out that the taxing power can- 
not be used to effectuate an end that is not legitimate—not 
within the scope of the Constitution. 
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ROOSEVELT AND TRANSPORTATION 
The Traffic World Washington Bureau 


Subjects not mentioned by President Roosevelt in his mes- 
sage to the second session of the Seventy-fourth Congress the 
night of January 3 but as to which he made recommendations 
at the first session are before the present session on the basis 
of such recommendations, according to explanation made at 
the White House on account of the fact that the President’s 
message dealt only in a general way with foreign and domes- 
tic conditions. 

The subject of transportation, as to which the President 
made no reference, comes within the category of the White 
House explanation, and, therefore, the President’s recommenda- 
tions made to the first session of the Seventy-fourth Congress 
are to stand until he has revised or added to them. It is 
possible the President may have something to say to Congress 
when Coordinator Eastman’s report, which is expected in the 
near future, is submitted to Congress. That report has been 
submitted by the Coordinator to the Commission, which, in 
turn, will make comment on it and transmit it and the com- 
ment or recommendations with respect thereto to the President 
and Congress. 

In his transportation message to Congress June 7, 1935 
(see Traffic World, June 15, 1935, p. 1147), President Roosevelt 
recommended passage of legislation providing for regulation 
by the Interstate Commerce Commission of highway, inter- 
coastal, coastwise and inland waterway carriers, amendment 
of the provisions of the federal bankruptcy act relating to 
financial reorganizations of railroads and for extension of the 
office of federal coordinator of transportation for at least an- 
other year. Before adjourning later in the summer Congress 
passed and the President approved the bills relating to rezgu- 
lation of highway carriers, the bankruptcy act and the exten- 
sion of the office of coordinator for a year from June 16, 1935. 

The proposed legislation recommended by Coordinator 
Eastman and supported in general by the President, for ‘regula- 
tion by the Commission of waterway carriers, remains to be 
acted on by Congress. It is pending in the Senate in the form 
of a modified bill as compared with what the Coordinator 
originally recommended. 

“It is my hope,” said the President in his message of June 
7, 1935, “that the Interstate Commerce Commission may, with 
the addition of the new duties I have indicated (regulation of 
highway, waterway and airway carriers), ultimately become a 
Federal Transportation Commission with comprehensive pow- 
ers. It had been my intention to recommend this strongly to 
this session of the Congress, but the time remaining seems to 
preclude the discussions necessary for such changes. Such a 
reorganization should not be delayed, however, beyond the 
second session of the Seventy-fourth Congress.” 

In the view of the President, therefore, Congress at this 
session should do something with respect to reorganization of 
the Commission. Coordinator Eastman’s bill providing for 
reorganization of the Commission and for creation of a per- 
manent office of coordinator has not been acted on by the 
interstate commerce committees of Congress. It is expected 
the Coordinator will discuss this proposal further in his report. 

In his shipping message of March 4, 1935 (see Traffic 
World, March 9, 1935, p. 447), the President urged enactment 
of legislation providing for a direct subsidy for the merchant 
marine rather than the indirect subsidy under ocean mail con- 
tracts. Congress has yet to act on that recommendation, 
though the House passed a subsidy bill at the last session. 

The President sent to Congress January 31, 1935 (see Traf- 
fic World, February 2, 1935, p. 209), a message on aviation in 
which he advocated regulation of air carriers by the Interstate 
Commerce Commission. 

The President’s messages referred to, therefore, in the light 
of the White House explanation with respect to his message 
of January 3, contain his recommendations to the present Con- 
gress with respect to legislation affecting transportation. 

Coordinator Eastman has declined to discuss reports that 
he will recommend this or that in his forthcoming report. One 
report that has been going the rounds is that he will recom- 
mend that the office of coordinator be extended for five years. 
This would be a departure from his previous recommendation 
for a permanent coordinator. 

With respect to the provisions in the emergency railroad 
transportation act that have been construed by the Coordina- 
tor as forbidding economies being effected at the expense of 
labor except under the so-called “leeway” that has accumu- 
lated under the provisions of the act, the Coordinator is ex- 
pected to adhere to his previous recommendation that these 
provisions should be eliminated but that some provision should 
be — for the protection of labor affected by unification 
projects. 
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President Roosevelt, at his press conference Jan. 10, dis- 
cussing the agricultural problem presented by the Supreme 
Court’s AAA decision, referred to the plan to put bounties on 
exports of agricultural products as a substitute for the plan held 
invalid by the court. He said interests that were “pocketbook 
minded,” such as railroads, steamship lines, warehouses and 
commercial exchanges, favored plans that would result in an 
increased movement of agricultural products, but said this 
was a short-sighted view to take. 


RAILROAD RETIREMENT BOARD 


An appropriation of $47,645,000 for the Railroad Retire- 
ment Board for the fiscal year ending June 30, 1937, is recom- 
mended in the Budget submitted to Congress by President 
Roosevelt. Of the total, $1,000,000 is for salaries and expenses 
of the board, $25,000 is for printing and binding, and $46,620,000 
is for the payment of pensions from the federal treasury to 
pensioned railroad employes or their widows or dependents 
as provided under the railroad retirement act passed by Con- 
gress last summer. 

“As payments to beneficiaries begin with the month of 
June, 1936,” said the Budget Bureau, “provision has been made 
for the immediate availability of the fund upon the approval 
of the appropriation act. It is estimated that the revenue 
derived by the government during the fiscal year 1937 under 
this act, providing for a levy of an excise tax upon carriers and 
an income tax upon their employes, will far exceed the esti- 
mates of appropriation for expenditure by the board in 1937. 
This excess, however, will diminish in subsequent years upon 
the retirement of additional employes.” 

The Budget Bureau in the foregoing apparently refers to 
the pension act as levying the taxes referred to, though the 
pension and taxing acts are separate measures. 

In reporting the independent offices appropriation bill the 
House committee on appropriations approved the budget esti- 
mate of $47,645,000 for the board, but it pointed out that the 
board had asked for $3,354,000 for salaries and expenses of 
administration as against the $1,000,000 allowed by the budget. 
The estimates of the board as originally submitted to the 
budget called for a departmental personnel of 919 and 400 in 
the field, a total of 1,319. The work of carrying out the re- 
quirements of the act, said the board, would be seriously inter- 
fered with due to lack of sufficient help, under the reduced 
appropriation. President Roosevelt has recommended a de- 
ficiency appropriation of $600,000 for the board for the present 
fiscal year. 


RAILROADS AND COAL LAW 


The Post Office Department has under consideration the 
question of whether or not railroads, as carriers of the mails, 
come within the provisions of the Guffey bituminous coal con- 
servation act of 1935 under which contracts with the gov- 
ernment “for any public work, or service, shall contain a provi- 
sion that the contractor will buy no bituminous coal to use on 
or in the carrying out of such contract from any producer 
except such producer be a member of the code set out in section 
4 of this act as certified to by the National Bituminous Coal 
Commission.” 

Question as to-the applicability of the coal law to the rail- 
roads has been revived because the Comptroller General of the 
United States in an opinion on a question as to the applicability 
of the law to leasing of post office quarters and to contracts for 
supplying electric, gas, water, or steam services to government 
buildings or leased quarters, made the following statements: 


One of the definitions of service, as given in Webster’s New In- 
ternational Dictionary, is: ‘‘Act or means of supplying some general 
demand, as railway service, telephone service, etc.’’ 


In the ruling made as to leases and services of utilities the 
Comptroller General did not say anything further about rail- 
way service as such but his use of the dictionary definition in- 
cluding that phrase caused speculation that he had by implica- 
tion included railway service. 





MEDIATION BOARD APPROPRIATION 

For the National Mediation Board, which administers the 
railway labor act, the budget submitted to Congress by the 
President carries an estimate of $132,500 for the fiscal year 
ending June 30, 1937. For the National Railroad Adjustment 
Board, $205,000 is recommended, and for printing and binding, 
$35,000, or a total for requirements under the railway labor 
act of $372,500, as against $336,450 appropriated for the fiscal 
year ending June 30, 1936. 

The House committee on appropriations, in the independent 
offices appropriation bill, approved $346,500, plus a reappropri- 
ation of $43,000 for the board. 
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lt May Surprise You to Know That— 


THOUGH HE FATHERED THE 
STEAM ENGINE, JAMES WATT STRONGLY 
OPPOSED THE DEVELOPMENT OF THE 
STEAM LOCOMOTIVE. SO VIOLENT WAS 
HIS PREJUDICE THAT HE ONCE 
REFUSED TO LEASE A HOUSE 
UNTIL ASSURANCE HAD 
BEEN GIVEN THAT NO 
STEAM CARRIAGE WOULD 

_ BE PERMITTED TO ENTER 
HIS NEIGHBORHOOD. 
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, ENGINEER, INVENTOR, AND DEAN 
NE E OF THE FIRST MAIL CARS, OF AMERICAN RAILWAY BUILDERS. ALTHOUGH 
DISPATCHED IN 1834 FROM WASH- FACED WITH A TOTAL LACK OF PRECEDENT, JERVIS, 
INGTON TO BALTIMORE, CONSISTED IN 1828, PROJECTED AND CONSTRUCTED ONE OF 

MERELY OF THE END OF A BAGGAGE AMERICA'S FIRST STEAM RAILWAY LINES. 
CAR, SECURELY GOARDED UP AND (DELAWARE & HUDSON.) HE IS CREDITED WITH 


A edhe 
i of 
er 


LOCKED. ACCESS TO THIS HAVING INVENTED THE SWIVELING, 4-WHEEL 

COMPARTMENT WAS LIMITED TO “BOGIE ” TRUCK, DEVELOPED THE G-WHEELED 
THE POSTMASTERS OF WASHINGTON ENGINE, AND PLANNED THE LOCOMOTIVE , 

AND BALTIMORE -- THE ONLY “EXPERIMENT,” FIRST TO ATTAIN A SPEED OF 
TWO WHO HAD KEYS. FROM 60 TO BO MILES AN HOUR. 
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Water Transportation 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


Activity in the full cargo trades was resumed last week 
following the close of the holiday period. Outstanding among 
the week’s developments was the fixture of no less than nine 
vessels for grain from Montreal for loading at various times 
from late April to September. Eagerness of shippers to cover 
their requirements so far ahead was regarded with optimism. 
In addition a number of ships were fixed for grain cargoes for 
earlier loading. Vessels for prompt loading were still scarce 
and owners of available vessels gave no indication of accepting 
lower rates than have previously prevailed. Voiding of the 
AAA by the Supreme Court resulted in a lull in the time 
charter trade following the decision, with the sugar trade 
reported as confused as to its ultimate effect. 

The nine grain cargoes from Montreal were for U. K. ports 
and were done at rates in the neighborhood of 1s 9d to 1s 
10%d. Four of them were for May loading. Other grain fixtures 
included a motorship of 2,161 net tons from St. John, N. B., to 
picked ports in the U. K., done at 2s for January loading, and 
two vessels for Greece, one of 3,051 net ton from Boston for 
loading the first half of February and the other of 3,078 net 
from the North Atlantic range at 2s 742d, also for February. 

Time charters reported in advance of the Supreme Court’s 
decision included a lengthy list of West Indies charters, mainly 
round trips. There were several longer voyages, however, in- 
cluding one of three to six months, another of three to four 
months and one of two to three months. A vessel of 3,171 net 
was chartered for the intercoastal trade, North Atlantic to 
North Pacific, for January loading. 

Scrap iron trading was resumed. Fixtures included a ves- 
sel of 3,379 net from the North Atlantic to West Italy at $4.80 
gross form, for January loading; a steamer of 1,072 net from 
Hampton Roads to Glasgow or Ardrossan on the basis of 14s 
f. d. for January and a vessel of 3,760 net from Baltimore at 
12s 6d f. d., for prompt loading. 

Two fixtures of sulphur cargoes from the Gulf to the 
Mediterranean were consummated, one a 5,100 ton steamer 
for three ports of discharge, done at $5.25 for prompt loading, 
and the other a motorship of 2,189 net on the basis of $5 if 
three ports, for January-February loading. 

The only transatlantic full cargo of sugar reported was 
a steamer of 1,976 net from Santo Domingo to U. K.-Continent 
at 14s for February. 

There was no activity in the export coal market. 

The Merchants’ Association of New York has written 
to Representative John J. O’Connor, chairman of the House 
committee on rules, urging that the committee refrain from 
adopting any special rule that would bring up for action the 
Pettingill bill, as introduced last year. The letter pointed out 
that, if the fourth section of the act were amended as provided 
in the bill, it would bring back unfortunate conditions that 
existed among railroads prior to 1887 and would make it diffi- 
cult, if not impossible, for the policy declared by Congress 
with respect to fostering both highway and water competition 
to be carried out by the Commission. 


Continuance and improvement of American-flag shipping 
services to South America as a means of developing foreign 
trade were urged by Dr. Alexander V. Dye, newly appointed 
acting director of the Bureau of Foreign and Domestic Com- 
merce of the Department of Commerce, on his arrival in New 
York from Buenos Aires on the Munson liner Pan America, 
en route to Washington to assume his new post. He has been 
commercial attache at Buenos Aires for the past nine years. 
The steamship lines to Argentina were doing the best they 
could with their present equipment but faster and more mod- 
ern ships would strengthen the position of the United States 
in the competition for South American trade, he said, adding 
that some form of government subsidy was essential. If Amer- 
ican flag lines were withdrawn from the South American trade, 
he said, shippers would be at the mercy of foreign carriers 


and would have to pay higher freight rates than are now 
in effect. 


OCEAN MAIL CONTRACTS 


The Post Office Department, after a test, has found that 
the President Harding of the United States Lines can not meet 


the speed requirements of an ocean mail contract vessel of 
class 3, which is entitled to compensation of $8 a nautical mile, 
and has reclassified the vessel, placing it in class 4, which car- 
ries compensation of $6 a mile under the ocean mail subsidy 
act of 1928. 

Department officials estimated the saving that would be 
made as the result of the test and reclassification would amount 
to $1,055,448 for the remainder of the life of the contract for 
the service between New York and Hamburg in which the 
vessel is operated. This test, with others that have been made, 
will result in savings, due to reclassification of contract vessels 
found to be incapable of maintaining the speed required, esti- 
mated at $5,119,481, according to officials. 


MERCHANT MARINE POLICY 


The Traffic World New York Bureau 


A report on the questionnaire sent out by the Propeller 
Club of the United States in connection with the recent Amer- 
ican Merchant Marine Conference has been submitted by the 
committee that prepared it in an effort to determine the opinion 
of the general public on the American merchant marine. The 
questionnaire was distributed throughout the United States to 
chambers of commerce, editors of newspapers and periodicals, 
government officials, and to all classes of individuals and or- 


ganizations interested directly or indirectly in shipping and 
allied industries. 


The result of the analysis made by the committee shows 
unmistakably, it is stated, that it is the consensus that: 


1. The United States should have a definite, and as nearly as may 
be, a permanent merchant marine policy, the cardinal features of 
which should be: 

(1) The United States should have a merchant marine sufficient in 
size to carry its domestic water-borne commerce and at least one-half 
its water-borne foreign trade. 

(2) The ships of the merchant marine should be safe, properly 
equipped, and suitable in all respects for the trade in which engaged; 
they should be capable of use as a means of national defense in time 
of war; they should be built in American shipyards and be manned 
by American officers and so far as practicable by American crews. 

(3) The merchant marine should be privately owned and operated. 

11. To give effect to this policy legislation should be enacted: 

(1) To provide direct subsidies for American ships engaged in for- 
eign trade. Such subsidies should be of two kinds: 

(a) A construction subsidy equal to the difference in the cost of 
building ships in America and in foreign shipyards. 

(b) An operating subsidy to cover not only the difference in the 
cost of operating American ships and competing foreign ships, but that 
will also be sufficient to balance advantages possessed by foreign ships 
by reason of subsidies, subventions or other forms of governmental 
aid or preference. 


(2) To create an independent commission or maritime authority 
whose duty it shall be: 


(a) To administer all matters connected with the granting and pay- 
ment of subsidies. 


(b) To promote and encourage the development and growth of 
the merchant marine in both the foreign and domestic trade. 


“? 
The analysis was signed by H. E. Frick, chairman; Thomas 
A. Scott, Elmer A. Crowley, H. Gerrish Smith, and Robert C. 
Lee. 
Professor T. W. Van Metre of Columbia University made a 
more detailed analysis of the replies, which he presented ‘with 


the committee report and which-set forth the results in more 
detailed form. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 

Agreements Approved 


Agreement No. 4763, between Dollar Steamship Lines, Inc., Ltd., 
and American-Hawaiian Steamship Company providing for the trans- 
portation of cargo, with the exception of silk, bullion, and specie, 
under through bills of lading from China, Hong Kong, Japan, and 
the Philippine Islands to Philadelphia, Camden, Port Newark, New 
York and Boston, with transhipment at San Francisco or Los Angeles 
Harbor. 

Agreement No. 4773, between Border Line Transportation Com- 
pany and Calmar Steamship Corporation providing for the transporta- 
tion of shingles on through bills of lading from Powell River, New 
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Westminster, Vancouver, and Victoria, British Columbia, to U. S. 
Atlantic ports, with transhipment at Seattle. 

Agreement No. 4775, between Mitsui & Co., Ltd., and Lucken- 
bach Gulf Steamship Company, Inc., providing for the transportation 
of cargo on through bills of lading from Japan, China, Philippine 
Islands, Straits Settlements, Manchuria, and India, to U. S. Gulf ports, 
with transhipment at San Francisco or Los Angeles Harbor. 

Agreement No. 4779, between Calmar Steamship Corporation and 
the America Transportation Company providing for the transporta- 
tion of cargo under through bills of lading from U. S. Atlantic Coast 
ports to Astoria, with transhipment at Portland. 

Agreement No. 1359, as amended, between the Colombian Steamship 
Company, Inc., Panama Mail Steamship Company, United Fruit Com- 
pany, and Grace Line, Inc., providing for pooling and apportionment 
of earnings and spacing of sailings in the trade between U. S. North 
Atlantic ports and Cartagena and Puerto Colombia, Colombia. 

Conference Agreement No. 93-A, between N. V. Nederlandsch- 
Amerikaansche Stoomvaart Maatschappij, Norddeutscher Lloyd, Com- 
pagnie Generale Transatlantique, Royal Mail Lines, Ltd., et al., sup- 
plements agreement of the Outward Continental North Pacific Freight 
Conference (Conference Agreement No. 93), to provide for allotting 
eargo booked at special rates between the conference lines and ap- 
portioning the earnings thereon. 

Agreement No. 4610-A, of J. S. Webster & Sons with Ocean Do- 
minion Steamship Corporation, United Fruit Company et al., to main- 
tain the rates of the United States Atlantic and Gulf ports—Jamaica 
(B. W. I.) Steamship Conference for transportation of lumber from 
Gulf ports of the United States to ports of Jamaica. 

Agreement No. 4760, between (Grace Line) Panama Mail Steam- 
ship Company, Grace Line, Inc., and United Fruit Company, establishes 
a conference to be known as Pacific-Panama Canal Zone, Colon and 
Panama City Conference to deal with freight rates and charges for 
or in connection with transportation of cargo from Pacific Coast 
ports of the United States and Canada to Colon, Panama City, and all 
points in the Panama Canal Zone. 

Agreement No. 4770, between (Grace Line) Panama Mail Steam- 
ship Company, Grace Line, Inc., and United Fruit Company, estab- 
lishes a Pacific West Coast-Central America Southbound Conference 
to deal with freight rates and charges for or in connection with trans- 
portation of cargo from Pacific Coast ports of the United States and 
Canada to Pacific Coast ports of Central America. 


Agreements Canceled 


Agreement No. 2184, between Dollar Steamship Lines, Inc., Ltd., 
and American-Hawalian Steamship Company, which is superseded by 
agreement numbered 4763. 

Agreement No. 2985, betwen Border Line Transportation Company 
and Calmar Steamship Corporation which is superseded by agreement 
numbered 4773. 

Agreement No. 2052, between Mitsui & Co., Ltd., and Lucken- 
bach Gulf Steamship Company, Inc., which is superseded by agree- 
ment numbered 4775. 

Agreement No. 4094, between Calmar Steamship Corporation and 
the American Transportation Company, which is superseded by agree- 
ment numbered 4779. 

Conference Agreement No. 149, between Compagnie Generale 
Transatlantique, Panama Mail Steamship, Company, and the United 
Fruit Company, covers transportation of cargo from Pacific Coast 
ports of the United States and Canada to Pacific Coast ports of Cen- 
tral America and to Canal Zone ports. Cancellation of this agreement 
was requested because it was superseded by agreements numbered 
4760 and 4770. 





FLORIDA SHIP CANAL 


Investigation by the Sengte commerce committee of the 
Florida ship canal project is called for in a resolution offered 
by Senator Vandenberg, of Michigan, with a view to deter- 
mining the following facts: 


1. The nature and extent of expenditures to be made from emer- 
gency relief funds and subsequent expenditures for construction and 
maintenance to be made from regular funds. 

2. The sufficiency of plans and information to determine whether 
the canal should be a sea-level or a lock canal and whether it should 
be 30 or 35 feet in depth. 

3. The sufficiency of authentic information to determine whether 
the canal will contaminate the ground-water supply of adjacent areas. 

4. The nature and extent of available traffic to warrant the ulti- 
mate expenditure of between $140,000,000 and $200,000,000 upon the 
project. 


The Vandenberg resolution further instructs the committee 
to study and report its conclusions on the advisability of con- 
tinuing the Florida project “or starting any other projects, for 
the establishment of waterways without an enabling act of 
Congress.” Money for beginning work on the Florida canal was 
allotted from the relief fund administered by the President. 





MARINE TERMINAL ASSOCIATION MEETING 


The annual meeting of the Association of Marine Terminal 
Operators, Atlantic ports, will be held at the Hotel Mayflower, 
Jacksonville, Fla., January 13, 14 and 15. The board of direc- 
tors of the association will meet at that place January 12. On 
the first day of the meeting J. Alex Crothers, Camden, N. J., 
president, will deliver his annual message, as will also L. T. 
Howell, Philadelphia, secretary-treasurer. There will be ad- 
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dresses by Joseph B. Eastman, federal coordinator of trans- 
portation, and Charles H. Gant, first vice-president, American 
Association of Port Authorities. The following will speak on 
the second day of the meeting: Major-General E. M. Mark- 
ham, chief of engineers, U. S. Army; J. Russell Wait, port 
director, Houston, Tex., “The Situation at the Gulf Ports,” and 
General Sumter L. Lowry, Jr., director, National Gulf At- 
lantic Canal Association, “The Florida Canal.” There will be 
a discussion of a paper on “Uniform Port Charges,” submitted 
by Mr. Crother. The discussion will be led by Morrill Wiggin, 
Boston, Mass.; James A. Moore, Norfolk, Va.; Peter B. Ruffin, 
Wilmington, N. C., and J. C. Outer, Jacksonville, Fla. The 
following will speak on the last day of the convention: W. P. 
Hedden, chief, bureau of commerce, Port of New York Au- 
thority, “Free Time Storage”; S. G. Spear, Wiggin Terminals, 
Boston, Mass., “Storage Practices,” and John McKay, general 
manager, Port of New Orleans, “Port Charges at New Orleans.” 


TENNESSEE RIVER NAVIGATION 


The board of directors of the Tennessee Valley Authority 
has directed immediate construction of the Chickamauga Dam 
in the Tennessee River, seven river miles above Chattanooga, 
Tenn. Congress, at its last session, directed TVA to construct 
this dam, which, according to the TVA will create a channel 
for 9-foot navigation a distance of 60 miles upstream. 

Chickamauga Dam will be 104 feet high and 5,685 feet 
long, including two earth fill sections on either side, a concrete 
—" section, a concrete intake structure, and a navigation 
lock. 

“The Authority’s program for developing a channel for 9- 
foot navigation is well under way,” says the TVA. “When 
Pickwick Landing, Wheeler, Guntersville, and Chickamauga 
dams, now authorized and under construction, are completed 
a total of 323 miles of water will have been made thus avail- 
able for navigation. The river is 652 miles from Knoxville to 
Paducah. 

“The navigation lock will have a maximum lift of 53 feet. 
The lock chamber will be 60 feet wide between walls, and 360 
feet long. A 24-foot roadway will cross the top of the dam.” 


U. S. BARGE LINE REPORT 


The Inland Waterways Corporation through its president, 
Major General T. Q. Ashburn, says the War Department, has 
submitted a preliminary report to the Secretary of War show- 
ing the financial result of its operation of transportation facil- 
ities in the calendar year 1935, as follows: 


The consolidated net income of its subsidiaries, the Federal Barge 
Lines and the Warrior River Terminal Company, amounted to $640,- 
734 for 1935 as compared with an operating deficit of $896,959 for 1934. 
This was an upturn of $1,537,693, and was accomplished by a greater 
volume of freight handled at a higher average revenue per ton and 
decreased expenses per ton. 

The Federal Barge Lines transported 1,747,499 tons of freight in 
1935, as compared with 1,483,859 tons handled in 1934, an increase of 
18 per cent. The average revenue per ton for 1935 was $3.45 as com- 
pared with $2.95 for 1934. Expenses per ton amounted to $3.12 for 
1935, as compared with $3.57 for 1934. 

The corporation actually received funds from its operating sub- 
sidiaries during 1935 in the amount of $1,236,745 consisting of net in- 
come $640,734 and depreciation $596,011. 


} SHIP SUBSIDY LEGISLATION 


Senator Copeland, chairman of the Senate commerce com- 
mittee, has introduced his ship subsidy bill, S. 3500, and S. 3501, 
his bill containing miscellaneous provisions relating to ship- 
ping (see Traffic World, Jan. 4, p. 27). 

The Copeland ship subsidy bill represents substantially the 
points on which the Department of Commerce and the Post 
Office Department are in agreement with respect to such legis- 
lation, according to Assistant Secretary of Commerce Johnson. 
The main point of difference between the two departments, said 
he, was as to termination of the existing ocean mail contracts. 
The Post Office Department wishes to terminate them in 90 
days while the Department of Commerce favors a period of 
one year. 





SALE OF CARGO VESSEL 


James Craig Peacock, director of the Shipping Board 
Bureau, and president of the Merchant Fleet Corporation, De- 
partment of Commerce, has announced that bids have been 
invited for the purchase, for restricted operation, of the S. S. 
West Lashaway, a government-owned steel cargo vessel now 
located in New York. The West Lashaway was built in 1918 
and is of approximately 5,600 gross tons. She is under bare- 
boat charter to the American West African Line, which op- 
erates between north Atlantic ports and ports on the west 
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coast of Africa. Bids will be received until noon January 18, 
and no bids will be considered in an amount less than $70,000. 

A description of the vessel, terms of sale, and blank form 
of bid may be obtained by addressing the president of the 
Merchant Fleet Corporation, Department of Commerce, Wash- 
ington, D. C. 


SHIPOWNER LIABILITY 
Representative Siroevich, of New York, has introduced H. R. 
9969, fixing the liabilities of shipowners with respect to loss of 
life and injury to passengers at sea. 


PANAMA CANAL TRAFFIC 


In December 459 ocean vessels transited the Panama Canal 
and tolls of $1,997,206.74 were paid thereon, according to the 
War Department. In November there were 418 transits and 
tolls of $1,796,820.57. 

In the six months ended with December there were 2,481 
transits and tolls of $10,979,819.63 as against 2,609 transits and 
tolls of $11,865,675.94 in the corresponding period of 1934. 


CAPACITY OF PANAMA CANAL 


Representative Bland, chairman of the House committee 
on merchant marine and fisheries, has offered a joint resolu- 
tion (H. J. Res. 412) to authorize an investigation of the means 
of increasing the capacity of the Panama Canal for future needs 
of interoceanic shipping. 


PORTS OF HAWAII 
The Board of Engineers for Rivers and Harbors of the War 
Department has announced the publication of a revised edition 
of port series No. 17, covering the ports of the Territory of 
Hawaii. Copies may be obtained for 35 cents each from the 
Superintendent of Documents, Washington, D. C. 


MONEY FOR RIVERS AND HARBORS 


President Roosevelt in the budget submitted to Congress 
for the fiscal year ending June 30, 1937, proposes an appropria- 
tion of $129,000,000 for rivers and harbors, an increase of 
$119,000,000 over the appropriation for 1936. The latter appro- 
priation, however, does not tell the whole story as emergency 
relief funds were used for improvement of waterways. 


HAGUE RULES BILL HEARING 


The House committee on merchant marine and fisheries 
will hold a hearing January 28 on the White bill, S. 1152, which 
was passed by the Senate at the last session, providing for 
incorporation into United States law of the principles of the 
so-called Hague Rules governing the carriage of goods by sea. 


INTERCOASTAL CARGO CHARGES 


In a complaint filed with the Shipping Board Bureau in 
No. 347, Gold Dust Corporation vs. Calmar et al., reparation 
is asked on account of imposition of assembling and distributing 
charges on intercoastal shipments. 


IMPROVEMENT OF WATERWAYS 


An allotment of $47,800 for continuing construction on the 
Montgomery Island lock and dam on the Ohio River has been 
made by Secretary of War Dern. 


SHIPPING BOARD BUREAU 


The Budget submitted to Congress by President Roosevelt 
for the fiscal year ending June 30. 1937, carries an estimate of 
$263,620 for the Shipping Board Bureau of the Department of 
Commerce, as compared with an anpropriation of $211,000 for 
the fiscal year ending June 30, 1936. 


HEARINGS ON MERCHANT MARINE BILLS. 


Several bills affecting ship personnel will be taken up at 
a hearing scheduled for January 21 before the House commit- 
tee on merchant marine and fisheries. They are H. R. 6202, 
6189, and 7319. These relate to hours of service and work- 
ing conditions. Another measure, H. R. 6203, would extend 
to vessels propelled by internal combustion engines of 15 gross 
tons and over laws applicable. to steam propelled vessels. 


SHIPPING RATE ORDER IN COURT 


Isbrandtsen-Moller Company, Inc., in the federal district 
court in New York City, has attacked the order of Secretary 
Roper, of the Department of Commerce, requiring that com- 
pany to file rates with the Shipping Board Bureau covering 
transportation services in foreign commerce (see Traffic World, 
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Nov. 23, 1935, p. 910). The court has ordered the government 
representatives to show cause why the rate order should not be 
set aside. It is contended in the attack on the order that the 
executive order of President Roosevelt transferring the Ship- 
ping Board to the Department of Commerce was illegal and 
that the present Shipping Board Bureau has no legal existence. 


COORDINATED AIR-RAIL EXPRESS 


A unified express service that will serve the whole of the 
United States and the 32 foreign countries in which the Pan- 
American Airways operate will be inaugurated February 1. 
Arrangements between the Railway Express Agency, on the 
one hand, and 20 of the 23 domestic airlines and the Pan- 
American, on the other, have been completed. Announcement 
of the plan was made by L. O. Head, president of the Railway 
Express Agency, Jan. 10. : 

The new plan will offer door-to-door pick-up and delivery 
service in 215 cities in the United States and Canada with an 
aggregate population of over 40,000,000. Every one of the 
23,000 express offices in the country will be an office for the 
service. To and from points where no air service is available, 
a combination air-rail service will be used. Under the con- 
tracts, control of routing lies at the discretion of the express 
Officials. It is expected that the possibilities of alternate rout- 
ings will reduce interference to air service by weather con- 
ditions. 

The following are the transport lines included in the co- 
ordinated setup: 


American Airlines, Boston-Maine Airways, Bowen Air Lines, 
Braniff Airways, Central Airlines, Central Vermont Airways, Chicago 
and Southern Air Lines, Columbia Air Lines, Delta Air Lines, Eastern 
Air Lines, Hanford Air Lines, National Air Lines System, National 
Parks Airway, Northwest Airlines, Pennsylvania Airlines, United Air 
Lines, Varney Air Transport, Watertown Airways, Western Air Ex-4 
press Corporation. ® 


The only domestic lines not included are the Trans@onti- 
nental and Western Air Lines, the Wedell-Williams Air Lines, 
and the Wilmington-Catalina Air Lines. Negotiations with:- 
these lines are still in progress and express officials hope to 
include them. 

Plans for nation-wide promotion of the use of air express 
are among the things being discussed. 


AIR LINE HEARINGS 


The Post Office Department this week held hearings on 
complaints filed by the American Airlines of Chicago and the 
Airline Pilots Association charging the Braniff Airlines, Inc., of 
Tulsa, Okla., with violating the air mail act. 

The American Airlines alleged that Braniff had instituted 
a parallel service on an air mail route operated by the com- 
plainant between Dallas and Chicago via Tulsa, contrary to 
the air mail act of 1935, which prohibits an air mail contractor 
from operating a non-mail contract service on a line which is 
being operated by an air mail contractor. The testimony on 
this complaint went to the question of whether or not the 
Braniff line had in fact established a prohibited service. 

The Airline Pilots Association charged in its complaint that 
the Braniff line was not paying co-pnilots rates of pay prescribed 
by the national labor board and therefore was violating provi- 
sions of the air mail act requiring air mail contractors to pay 
wages prescribed by the national board. The Braniff line con- 
tended that the board had not fixed the wages of co-pilots but 
this was disputed by the complainant. 


AIR COMMERCE REGULATION 


For the Bureau of Air Commerce of the Department of 
Commerce an appropriation of $6,220,000 is recommended in 
the Budget submitted to Congress by the President for the 
fiscal year ending June 30, 1937, as against an appropriation of 
$5,909,800 for the fiscal year ending June 30, 1936. 





IMPROVEMENT OF AIRPORTS 


Approval of the Bureau of Air Commerce of the Depart- 
ment of Commerce has been given for 78 additional airport 
projects and three air marking programs proposed for de- 
velopment with works progress administration funds. They 
are situated in Arkansas, Colorado, Florida, Georgia, Illinois, 
Indiana, Kansas, Louisiana, Maine, Massachusetts, Michigan, 
Mississippi, Missouri, New Jersey, North Carolina, North Da- 
kota, Ohio, Oklahoma, Pennsylvania, South Carolina, South 
Dakota, Texas, Utah, Virginia, Washington, West Virginia and 
Wisconsin. 


MISCELLANEOUS FLYING OPERATIONS 


Miscellaneous aircraft operators flew more miles in the 
first half of 1935 than in any previous January-June period 
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since 1931, and at the same time achieved a new safety record, 
according to the Bureau of Air Commerce, Department of 
Commerce. 

Miscellaneous operators include flying services, schools, 
specialists in photographic flying, crop dusting and the like, 
and private flyers. 

These operators flew 40,234,185 miles in the first half of 
1935 and carried 556,332 passengers. The passenger total was 
slightly less than that for the first half of 1934. 

The number of passenger fatalities in the period was 49— 
smaller than for any previous six months’ periods for which 
statistics are available. The miscellaneous operators flew 
821,106 miles “per” passenger fatality, an advance of nearly 
100 per cent over the first half of 1934. The number of pilot 
fatalities was 67, lower than for any other six months’ period 
rere the first half of 1928, when there were only 65 pilot 
atalities. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first eleven 
months of 1935 had a net railway operating income of $451,701,- 
114, which was at the annual rate of return of 1.85 per cent on 
their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. In the first eleven months of 
1934, their net railway operating income was $426,462,593, or 
1.74 per cent on their property investment, according to the 
bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

_ This compilation as to earnings for the first eleven months of 1935 
is based on reports from 145 Class I railroads representing a total of 
237,716 miles. 

Gross operating revenues for the first eleven months of 1935 to- 
taled $3,154,269,797 compared with $3,014,059,031 for the same period 
ial 1934, an increase of 4.7 per cent. Operating expenses for the first 
eleven months of 1935 amounted to $2,367,770,363 compared with $2,- 
244,035,154 for the same period in 1934, an increase of 5.5 per cent. 

Class I railroads in the first eleven months of 1935 paid $222,353,664 
in taxes compared with $225,801,990 in the same period in 1934 or a de- 
crease of 1.5 per cent. For the month of November alone, the tax bill 
of the Class 1 railroads amounted to $18,062,106, an increase of $866,- 
078 or five per cent above the same month in 1934. 

Twenty-six Class I railroads failed to earn expenses and taxes in 
the first eleven months of 1935, of which eight were in the Eastern 
District, five in the Southern and thirteen in the Western District. 

Class I railroads for the month of November alone had a net rail- 
way operating income of $54,234,305, which for that month was at the 
annual rate ef return of 2.54 per cent on their property investment. 
In November, 1934, their net railway operating income was $32,540,502 
or 1.51 per cent. 

Gross operating revenues for the month of November amounted to 
$301,330,508 compared with $256,975,741 in November, 1934, an increase 
of 17.3 per cent. Operating expenses in November totaled $218,583,400 
compared with $196,986,279 in the same month in 1934, or an increase 
of 11 per cent. 

Eastern District 


Class I railroads in the Eastern District for the first eleven months 
in 1935 had a net railway operating income of $279,354,347, which was at 
the annual rate of return of 2.46 per cent on their property investment. 
For the same period in 1934, their net railway operating income was 
$251,885,013 or 2.22 per cent on their property investment. Gross oper- 
ating revenues of the Class I railroads in the Eastern District for the 
first eleven months in 1935 totaled $1,597,160,789, an increase of 4.4 per 
cent, compared with 1934, while operating expenses totaled $1,150,419,- 
995, an increase of 4.1 per cent above the same period in 1934. 

Class I railroads in the Eastern District for the month of November 
had a net railway operating income of $30,641,053 compared with $20,- 
040,638 in November, 1934. 


‘ Southern District 


Class I railroads in the Southern District for the first eleven months 
of 1935 had a net railway operating income of $48,183,080, which was 
at the annual rate of return of 1.64 per cent on their property invest- 
ment. For the same period in 1934, their net railway operating income 
amounted to $47,953,479 which was at the annual rate of return of 1.62 
per cent on their property investment. Gross operating revenues of the 
Class I railroads in the Southern District for the first eleven months 
in 1935 amounted to $392,164,217, an increase of 4.7 per cent com- 
pared with the same period in 1934, while operating expenses totaled 
$308,712,919, an increase of 6.4 per cent. 

Class I railroads in the Southern District for the month of Novem- 
ber had a net railway operating income of $5,390,060 compared with 
$4,296,536 in November, 1934. 


Western District 


Class I railroads in the Western District for the first eleven months 
in 1935 had a net railway operating income of $124,163,687, which was 
at the annual rate of return of 1.23 per cent. For the same eleven 
months in 1934, the railroads in that district had a net railway oper- 
ating income of $126,624,101, which was at the annual rate of return of 
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1.24 per cent. Gross operating revenues of the Class I railroads in the 
Western District for the first eleven months period in 1935 amounted 
to $1,164,944,791, an increase of 4.9 per cent above the same period in 
1934, while operating expenses totaled $908,637,449, an increase of 7.1 
per cent compared with the same period in 1934. 

For the month of November alone, the Class I railroads in the 
Western District reported a net railway operating income of $18,203,192 
compared with $8,203,328 for the same roads in November, 1934. 


Class | Railroads—United States 
Month of November 


Per cent 
1935 1934 Increase 
Total operating revenues ...... $ 301,330,508 $ 256,975,741 17.3 
Total operating expenses ....... 218,583,400 196,986,279 11.0 
ML “bn Fas wash ak aeh ancien ean 18,062,106 17,196,028 5.0 
Net railway operating income .. 54,234,305 32,540,502 66.7 
Operating ratio—per cent ...... 72.54 76.66 ais 
Rate of return on property in- 
vestment—per cent ......... 2.54 1.51 
Eleven Months Ended November 30 
Per cent 
1935 1934 Increase 
Total operating revenues ....... $3,154,269, 797 $3,014,059,031 4.7 
Total operating expenses ....... 2,367,770,363 2,244,035,154 5.5 
WO Sachs van de eawtoess preuawes 222,353,664 225,801,990 1.5* 
Net railway operating income .. 451,701,114 426,462,593 5.9 
Operating ratio—per cent ...... 75.07 74.45 
Rate of return on property in- 
vestment—per cent ......... 1.85 1.74 
*Decrease. 


TARIFF SIMPLIFICATION 


Editor The Traffic World: 

_have read with interest the article entitled, “Tariff 
Simplification,” appearing in your December 21 issue as spon- 
sored by the Traffic Advisory Committee of the Association of 
American Railroads, by creation of a special committee to han- 
dle the work. 


_ In your issue of October 26 you published under the head- 
ing of “Traffic as a Profession,” the possibilities of an educa- 
tional program for rate and traffic study, and that those in 
that field might become better acquainted with the fundamen- 
tals of rates and tariffs, thereby bringing about a more elab- 


orate traffic field as well as better qualified representation of 
that field. 


I have read with interest the various views presented over 
a period of time as to methods for tariff simplification. It 
appears to me that this plan of simplification may be taken in 
various ways, i. e., to reduce volume or volumes and to clarify 
to the extent that the layman may have a moderate conception 
of tariff terminology, and it is this theory that I desire to 
comment on with as few words as possible. 


In the first place, it appears to me that any attempt to 
simplify tariffs for the novice or for those whose ambition is 
to become tariff experts without meeting certain requirements, 
or I might say by following the lines of least resistance, is 
folly, and a lot of time and needless expense that need not be. 
I am quite sure that it need not be repeated that traffic has 
become a specialty, and I do not believe that this feature will 
be removed by an attempt at tariff simplification. Moreover, 
you dare not reduce the requirement or set up a line of demar- 
cdtion derogatory to the actualities that present themselves 
through the force of inertia. If it were possible to arrange 
the phraseology that it may be comprehensive without doubt, 
also without increasing the volume, it would be a tribute to 
society. But as this is more of an incredulous feature, it would 
tend to add perplexity to the now existing difficulties. Adher- 
ing to the facts, I believe that the reader will concur that 
the traffic representation should be emulated to meet the re- 
quirements of the profession rather than derogate the profession 
to meet the wishes of the whimsical. 

The necessary machinery for the educational feature should 
be setup for action—and undoubtedly would meet with the ap- 
proval of many—and in a short time gain considerable impetus. 

Tariff simplification in the literal sense is a stupendous 
task, but it is acknowledged that a more unique system of pub- 
lication for the various territories could be advanced to a great- 
er extent of homogeneity, by applying the same method to the 
existing scales for respective territories. In my own opinion 
the recent method applied in the Western Trunk Line Terri- 
tory is a big stride in simplification, and that committee should 
be commended for good work. 

But, as aforesaid, the many ramifications governing the 
makeup of the tariff will undoubtedly be a difficult one to har- 
ness, if it does not end in chaos. But, be this as it may, the com- 
mittee assigned to this task is to be praised for its endeavor. 

Twin Falls, Ida., January 2, 1936. V. J. Davidson. 
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MOTOR CARRIER REGISTRATION 


The Traffic World Washington Bureau 


With a view to persuading motor carriers entitled to cer- 
tificates or permits under the grandfather clause of the motor 
carrier act to file their applications therefor at the earliest 
possible date, in any event not later than February 12, so that 
their rights may be preserved, the Commission has arranged 
to send out members of its staff to urge the making of applica- 
tions and to help applicants prepare the papers necessary for 
the preservation of their rights under the grandfather clause. 
It has sent out notice to motor carrier associations, chambers 
of commerce, commercial clubs, and other organizations of the 
dispatch of these twenty-five men with advise as to when and 
where each of the twenty-five will appear. 

A notice telling of the assignment of E. S. Idol for an 
appearance at the Illinois Commerce Commission at Spring- 
field, Ill., on January 13, 14, 15 and 16, follows: 


The Interstate Commerce Commission earnestly desires all motor 
carriers who are entitled to certificates and permits under the ‘‘grand- 


Dockets and hearing and disposition notices of 
motor truck rate committees, when and if set up, 
will be published in THE TRAFFic BULLETIN and the 
Datty TraFFic WorLD and TRAFFIC BULLETIN, if de- 
sired, under the same arrangement made with the 
railroads for similar publication—namely, a share- 
the-cost plan. Figures will be given on request. 

Tue TRAFFIC WorLD does not intend to publish 
the thousands of applications for permission to op- 
erate under the motor carrier act, but will, through 
its Special Service Department, Earle Building, 
Washington, D. C., furnish such service, in whole or 
in part, at a reasonable charge, to any who desire it. 

Though motor carrier news is segregated, as far 
as possible, in THE TrAFFic Wortp under the head- 
ing, “Motor Vehicle Transportation,” there is gen- 
erally much matter pertaining to the subject that 
cannot be so segregated, and one interested espe- 
cially in motor carrier news should at least glance 
through the other pages of the magazine. 


father’’ clause of Sections 206 and 209 of the Motor Carrier Act, 1935, 
to file their applications therefor at the earliest possible date, in any 
event not later than February 12, 1936, in order that their rights 
under the act may be preserved and protected. It wishes to lend 
every possible aid to such motor carriers in the preparation and filing 
of their applications as well as to the various state officials, motor 
vehicle associations, chambers of Commerce, and all others who are 
now cooperating in that endeavor. For that purpose the Commission 
is sending representatives of the Bureau of Motor Carriers to each 
state to advise with and assist state officials and local associations 
in matters connected with the preparation and filing of such applica- 
tions, to meet with and aid motor carriers, and generally to be help- 
ful during the brief period before February 12, 1936. 


Mr. E. S. Idol, representing the Commission, will be at the offices 
of the Illinois Commerce Commission at Springfield, Ill., on January 
13, 14, 15 and 16. 


Upon their arrival, it will be deeply appreciated if your organiza- 
tion will do whatever it can to facilitate their work. In particular, 
we will appreciate your efforts in putting them in touch with motor 
carriers, and assisting them in obtaining whatever publicity may be 
needed to permit a delivery of their message. 


It was the evident purpose of the Congress in adopting this law 
to permit all of those motor carriers who were operating in good 
faith in interstate or foreign commerce on the statutory dates, to re- 
ceive authority to containue their operations without the expense, 
trouble and delay of lengthy proceedings. Your assistance in conveying 
this message to such motor carriers, and in lending a hand to our 
representatives, will go far toward the accomplishment of that purpose. 


Assignments of the other members to the force to make 


this drive for the preparation and filing of applications under 
the grandfather clause are as follows 

M. T. Corcoran, at the offices of the Mississippi Railroad 
Commission at Jackson, Miss., on January 14-15 and at Merid- 
ian, Miss., at the Hotel Lamar, on January 16-17. 

W. A. Maidens, at the Minnesota Railroad & Warehouse 
Commission, St. Paul, Minn., January 9, 10, 13 and 14. 

Harold Boss, at Utica, N. Y., Albert Hotel, January 10-13; 
at Syracuse, N. Y., Hotel Syracuse, on January 14-16; and at 
Rochester, N. Y., Sagamore Hotel, January 17-20. 

L. H. McDaniels, at the Public Service Commsision of 
Wisconsin at Madison, January 7, 8, 9 and 10. 

J. G. Cooper, at the Oklahoma Corporation Commission, 
Oklahoma City, January 9; at the offices of the Railroad Com- 
mission of Texas at Austin, January 11; at Dallas, Tex., Hotel 
Baker, January 13; and at Fort Worth, Hotel Texas, January 14. 

D. C. Dillon, at the Iowa Board of Railroad Commission- 
ers at Des Moines, January 11, 13, 14 and 15. 

T. B. Johnston, at the offices of the Washington Depart- 
ment of Public Service, Olympia, January 10, 11 and 12; and 
at Tacoma, Hotel Winthrop, January 13, 14, 15 and 16. 

H. D. McCoy, at the offices of the Arizona Corporation 
Commission, Phoenix, January 10, 11, 12, 13! 

S. A. Aplin, at the offices of the Arkansas Corporation 
Commission, Little Rock, Ark., January 8-9; at Fort Smith, 
Hotel Ward, January 10; Texarkana, Hotel McCartney, Jan- 
uary 11; at the offices of the Louisiana Public Service Com- 
mission, Baton Rouge, January 13-14; and at the offices of the 
Florida Railroad Commission, Tallahassee, January 16. 

J. A. Murray, at the offices of the Public Utilities Commis- 
sion of Colorado, Denver, January 7, 8, 9 and 10. 

W. T. Croft, at the offices of the State Board of Equaliza- 
tion, Sacramento, Calif., January 13 and 14; and at Reno, Nev., 
Hotel Golden, January 15 and 16. 

W. W. Bryan, at the offices of the State Corporation Com- 
mission of New Mexico, Santa Fe, January 8, 9, 10, 11. 

C. R. Engelhart, at the offices of the Montana Board of 
Railroad Commissioners & Public Service Commission, Helena, 
January 8 and 9; and at Great Falls, Mont., Hotel Rainbow, 
January 10, 11 and 12. 

Albert Forrest, at the offices of the West Virginia Public 
Service Commission, Charleston, W. Va., January 9-11; at 
Huntington, Hotel Pritchard, January 13-14; at the offices of 
the Kentucky Railroad Commission, Frankfort, January 15-16. 

H. C. Lawton, at the offices of the Public Utilities Com- 
mission of Ohio, Columbus, January 10-14; and at Springfield, 
Shawnee Hotel, January 15-16. 

T. Naftalin, at Toledo, O., Hotel Commodore Perry, Jan- 
uary 11-15; at Lima, Argonne Hotel, January 16-17. 


B. Freidson, at the offices of the North Carolina Utilities 
Commission, Raleigh,.January 7-9; at Greensboro, Hotel Caro- 
lina, January 10-11; at Winston-Salem, Hotel Robert E. Lee, 
January 13-15; at Charlotte, Hotel Mecklenburg, January 16-17. 

P. Coyle, at New Haven, Conn., Taft Hotel, January 9-10; 
at the offices of the Connecticut Public Utilities Commission 
at Hartford, Conn., January 11-14; at Worcester, Bancroft 
Hotel, January 15-16; and at the offices of the Rhode Island 
Department of Taxation & Regulation, Providence, R. I., Jan- 
uary 17-18. 

F. D. Binkley, at the offices of the Public Service Com- 
mission of Maryland, Baltimore, Md., January 7-9; at Annap- 
olis, Md., Carvel Hall Hotel, January 10-11; at Dover, Del., 
Richardson Hotel, January 13-14; at Wilmington, Del., DuPont 
Hotel, January 15-16. 


F. A. Clifford, at the offices of the New Jersey Board of 


Public Utility Commissioners at Trenton, January 8-11; and at 
Newark, N. J., Douglas Hotel, January 13-16. 

C. P. Morris, at the offices of the Railroad & Public Utili- 
ties Commission of ‘l'ennessee, Nashville, January 7-8; at Mem- 
phis, Hotel Peabody, January 9-11; at Chattanooga, Hotel 
Patten, January 13-14; and at the offices of the Alabama Public 
Service Commission, Montgomery, January 15-16. 

W. T. Croft, at the offices of the Railroad Commission of 
California at San Francisco, Jan. 17-21; at Stockton, Hotel 
Stockton, Jan. 22-23; at Merced, Tioga Hotel, Jan. 24-25. 

S. A. Aplin, at Atlanta, Ga., at the offices of the Georgia 
Public Service Commission, Jan. 17-21; at Macon, Dempsey 
Hotel, Jan. 22-23; at Valdosta, Ga., Daniel Ashley Hotel, Jan. 
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ao at Jacksonville, Fla., George Washington Hotel, Jan. 

T. B. Johnston, at Eugene, Ore., Oregon Hotel, on Jan. 
17-19; at Salem, at the offices of the Public Utilities Commis- 
sion of Oregon on Jan. 20-23; at Seattle, Wash., New Hotel 
Washington, on Jan. 24-28. 

T. Naftalin, at Ft. Wayne, Ind., Keenan Hotel, Jan. 18-20; 
at South Bend, Jefferson Hotel, Jan. 21-22; and at the offices 
of the Michigan Public Utilities Commission at Lansing, Mich., 
Jan. 23-25; at Grand Rapids, Mich., Pantlind Hotel, Jan. 27-28. 

F. A. Clifford, at the offices of the Transit Commission, 
Metropolitan Division, New York City, Jan. 17-22; at Kingston, 
N. Y., Eagle Hotel, on Jan. 23-25. 

E. S. Idol, at Hannibal, Mo., Mark Twain Hotel, Jan. 18 
and 20; at St. Louis, Jefferson Hotel, Jan. 22-25; at Jefferson 
City, at the offices of the Missouri Public Service Commission, 
Jan. 27-30. 

B. Friedson, at the offices of the Public Service Commission 
of South Carolina at Columbia, Jan. 18-22; at Greenville, 
Poinsett Hotel, Jan. 23-24; at Augusta, Ga., Clarendon Hotel, 
Jan. 25-27. 

P. Coyle, at the offices of the Massachusetts Department of 
Public Utilities at Boston, Jan. 20-24, and at Lowell, Coles’ 
Inn, Jan. 25-27. 

D. C. Dillon, at Omaha, Nebr., Paxton Hotel, Jan. 17-18; 
at Lincoln, at the offices of the Nebraska State Railway Com- 
mission, Jan. 20, 21 and 22; at St. Joseph, Mo., Frances Hotel, 
Jan. 24 and 25. 

J. G. Cooper, at Tulsa, Okla., Mayo Hotel, Jan. 17-18; at 
Muskogee, Severs Hotel, Jan. 20-21; at Sherman, Tex., Grayson 
Hotel, Jan. 22-23; at Dallas, Baker Hotel, Jan. 24-27. 

Albert Forrest, at Lexington, Ky., LaFayette Hotel, Jan. 
17-18; at Louisville, Seelbach Hotel, Jan. 20-23; at Vincennes, 
Ind., Union Depot Hotel, Jan. 24-25. 

Harold Boss, at Niagara Falls, N. Y., The Niagara Hotel, 
Jan. 21-22; at Buffalo, Statler Hotel, Jan. 23-27; and at Erie, 
the Laurence Hotel, Jan. 28-30. 

H. D. McCoy, at Tuscon, Ariz., Santa Rita Hotel, Jan. 
14-15; at Los Angeles, Calif., Biltmore Hotel, Jan. 16-21; at 
Ventura, Calif., Ventura, Hotel, Jan. 22-23; at Bakersfield, El 
Tijon Hotel, Jan. 24-25. 

M. T. Corcoran, at Vicksburg, Miss., Hotel Vicksburg, Jan. 
18; at New Orleans, La., St. Charles Hotel, Jan. 20-23; at 
Mobile, Ala., Battle House Hotel, Jan. 24-25. 

C. P. Morris, at Birmingham, Ala., Tutwiler Hotel, Jan. 
17-20; at Gadsden, Reich Hotel, Jan. 21; at Columbus, Ga., 
Ralston Hotel, Jan. 22-23. 

C. R. Engelhart, at Pocatello, Idaho, Hotel Bannock, Jan. 
17-19; at Twin Falls, Idaho, Park Hotel, Jan. 20-21. 

H. C. Lawton, at Canton, Onesto Hotel, Jan. 17-18; at 
Youngstown, Ohio Hotel, Jan. 20-21; at Pittsburgh, Pa., Key- 
stone Hotel, Jan. 22-25. 

W. W. Bryan, at Albuquerque, N. M., Franciscan Hotel, 
Jan. 12-15; at El Paso, Tex., Paso del Norte Hotel, Jan. 16-20; 
and at San Angelo, Tex., Cactus Hotel, Jan. 21-23. 

F. D. Binkley, at Salisbury, Md., Wicomico Hotel, Jan. 
17-18; at Norfolk, Va., Fairfax Hotel, Jan. 20-24; at Hagers- 
town, Md., Hotel Alexander, Jan. 25-29. 

L. H. McDaniels, at Milwaukee, Wis., Hotel Medford, Jan. 
13, 14 and 15; at Green Bay, Northland Hotel, Jan. 16, 17 and 
18; at Eau Claire, Eau Claire Hotel, Jan. 20 and 21. j 

J. A. Murray, at Colorado Springs, Colo., Acacia Hotel, 
Jan. 11-13; at Pueblo, Whitman Hotel, Jan. 14-16; at Canon 
City, Strathmore Hotel, Jan. 17-18; at Grand Junction, La 
Court Hotel, Jan. 19-21. 

W. A. Maidens, at Minneapolis, Minn., Raddison Hotel, Jan. 
15-18; at Duluth, Holland Hotel, Jan. 20 and 21; at Fargo, 
N. D., Gardner Hotel, Jan. 23, 24 and 25. 


Number of Motor Applications 


For the first time since the motor carrier act became effec- 
tive October 15, 1935, with respect to the filing of applications 
for certificates of public convenience and necessity and permits 
by common and contract motor carriers operating for hire in 
interstate and foreign commerce, the indications were this week 
that, perhaps, there would be filed before February 12 thou- 
sands of such applications. 

Toward the end of the week the Commission had docketed 
a total of about 1,900 applications and it was estimated that 
probably 600 additional applications were on hand for inspec- 
tion before docketing. Applications were coming in at about 
the rate of 250 a day. There were probably around 800 appli- 
eations in addition that had been inspected and held up for 
correction or revision. 

Officials of the motor carrier bureau said that since the 
Commission had issued its warning to carriers subject to the act 
to file their applications (see Traffic World, Jan. 4, p. 23), and 
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bureau representatives had gone into the field to stimulate the 
filing of applications, there had been a tremendous demand for 
application forms. 

Carriers in operation up to October 15, 1935, have until 
February 12 to file their applications if they wish to protect 
valuable rights under the motor carrier act, according to the 
“warning” issued by the Commission. 


1935 MOTOR FATALITIES 


Motor vehicle deaths in the United States reached a new 
high of 36,400 in 1935, according to a compilation made by 
the National Safety Council. In 1934 the fatalities were 36,101. 
The council pointed out that the increase was almost exactly 
equal to the one per cent increase in population in the coun- 
try in the year but said there were some encouraging factors 
in a comparison with an increase of 4.3 per cent in motor 
vehicle registrations and 6 per cent in gasoline consumption. 
Thus, while the fatalities remained at 28.5 for each 100,000 in 
population, the council calculated that, had they increased in 
proportion to the number of motor vehicles on the highway, 
they would have totaled 37,500 and, if they had increased in 
proportion to the total mileage, they would have totaled 38,000. 
Again, the council said, the increase in the number of deaths, 
1934 over 1933, was 15 per cent, while population was increas- 
ing one per cent, registrations of vehicles 4 per cent, and gaso- 
line consumption 7 per cent. 

Among states that made the best records in 1935 the coun- 
cil’s compilation showed Massachusetts and Rhode Island with 
decreases of 19 and 15 per cent respectively, North Dakota 
with a decrease of 23 per cent, Illinois 12 per cent, Minne- 
sota 8 per cent, Florida 22.7 per cent, Mississippi 19 per cent, 
Wyoming 13.3 per cent, Montana 12.3 and Oregon 16.5 per 
cent. Outstanding examples of increases were Maine with 73.3 
per cent, West Virginia 36.6 per cent and South Dakota 22.9 
per cent. 

Milwaukee had the lowest motor death rate for each 
100,000 in population among cities of 500,000 and over, 11.2; 
Providence, R. I., had the lowest rate among cities from 250,000 
to 500,000, 7. 

The council said it intended to study the methods by which 
good records were made in some states and cities and to at- 
tempt to apply these methods nationwide. In this way, it said, 
_ — to reduce motor fatalities by 35 per cent by the end 
re) ; 


COORDINATED N. Y. C.-BUS SERVICE 


Coordinated service between the New York Central Rail- 
road and the Central Greyhound Lines, Inc., was begun De- 
cember 27 when, on a signal from F. E. Williamson, president 
of the New York Central, the first bus pulled away from the 
New York Central Building in New York City. The bus was 
the first of a fleet of 276 to be placed in operation imme- 
diately. The fleet will be increased by 40 early in the sum- 
mer. The Central Greyhound Lines were reorganized from 
the Eastern Greyhound Lines to furnish coordinated rail and 
/bus service in the territory of the New York Central. It is 
expected that the new arrangement will effect improvements 
in service and economies in operation through joint use of 
facilities. One of the most important results will be the offer- 
ing of service to outlying points on branch lines. Here the 
new service will be more flexible 4nd better suited to the more 
modest traffic needs of the smaller communities. The ,rail- 
road intends to substitute bus service for rail service entirely 
on certain branch lines. When the arrangements are com- 
pleted bus tickets will be sold at all New York Central rail- 
road stations. 


MONEY FOR HIGHWAYS 


An appropriation of $60,000,000 for the federal-aid high- 
way system and one of $8,000,000 for forest roads aud trails 
are recommended by President Roosevelt for the fiscal year 
ending June 30, 1937, in the budget submitted to Congress, that 
sum of 60,000,000 representing the amount estimated to be 
required to meet obligations maturing in the fiscal year 1937. 
The Budget Bureau points out, however, that a total of one 
billion dollars has been provided from emergency funds in 
the fiscal year period 1933-1936 for road construction, of which 
approximately $230,000,000 will be available for expenditure 
in the fiscal year 1937. It further explained that the act of 
June 18, 1934, also authorized $125,000,000 for the fiscal year 
1937, and that in view of the other money referred to being 
available it was proposed that the authorization of $125,000,000 
os 1937 be canceled and made applicable for the fiscal year 
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MOTOR RATE BUREAU CONFERENCE 


With a view to cooperation, coordination and the elimina- 
tion of duplication in the publication of motor truck rates, 
representatives of twenty motor truck tariff bureaus have or- 
ganized the National Conference of Motor Freight Rate and 
Tariff Bureaus, with Edgar Watkins, Jr., of Atlanta, Ga., as 
its chairman. Other officers are Harry M. Slater, Chicago, 
Ill., and W. L. Meyers, Indianapolis, Ind., vice chairmen, and 
George Leim, Jr., Washington, D. C., executive secretary. Mr. 
Leim is a member of the staff of American Trucking Associa- 
tions, Inc. The meeting, held at Cincinnati, O., Jan. 3 and the 
following day, was called by a subcommittee, of which James B. 
Godfrey, Jr., of Detroit, was chairman, of the national rates 
and tariffs committee of the A. T. A. Another meeting of the 
conference will be held at the Stevens Hotel, Chicago, January 
18 and 19. 

A number of resolutions were adopted at the Cincinnati 
meeting, which indicated the object of the organization. One 
of them declared it to be the policy of all the tariff publish- 
ing bureaus cooperating in the conference not to accept con- 
currences for the publication of joint rates only but such as 
shall cover local interstate rates as well. 

It was further resolved that operators should join bureaus 
most convenient to them and that all bureaus should grant 
full reciprocity in the publication of rates to members of co- 
operating bureaus. The purpose of that declaration of policy 
was to avoid the imposition of tariff filing fees on members of 
one bureau for the publication of their rates in the tariffs of a 
cooperating bureau where such publication was necessary on 
account of the scope of the operations of a member of another 
bureau. 

In the case of interterritorial rates the policy of the con- 
ference, as set forth in another resolution, was that they shall 
be published wherever possible as “between rates,” jointly by 
the bureaus whose territories are involved. 

No tariff publishing bureau, the conference resolved, 
should publish any class or commodity rates for any operator 
who was not a member of a cooperating bureau. 

Among the resolutions adopted was one that concurrences in 
the national motor freight classification, now under preparation 
by the national’rates and tariffs committee of the American 
Trucking Associations, Inc., which will be ready for distribution 
January 15, “should be accepted only through duly accredited 
and recognized tariff publishing bureaus who cooperate in the 
National Conference of Motor Freight Rate and Tariff Bureaus,” 
and that the distribution of copies of that classification to the 
operators and to the shipping public should be made only 
through those bureaus. 

A closing date of February 1 was set as the date when each 
bureau must have necessary information and concurrences in 
the hands of the other bureaus affiliated with the conference. 

The conference asked the national rates and tariffs com- 
mittee agree to act in an advisory capacity to the conference 
or that that committee set up a sub-committee so to act. 

The conference adopted still another resolution in which 
motor freight rate tariff bureaus now existent or hereafter’ to 
be formed that do not declare themselves willing to cooperate 
with the conference are declared “deprived of reciprocal ar- 
rangements with tariff bureaus so affiliated.” 

The following bureaus were represented at the meeting and 
have become affiliated with the new conference: 


Ohio Tariff Bureau, Columbus; Mississippi Valley Tariff Bureau, 
St. Louis; Central and Southern Motor Carriers Bureau, Louisville; 
Central Motor Freight Association, Chicago; East Central Motor Car- 
riers Bureau, New York City; Indiana Motor Rate and Tariff Bureau, 
Indianapolis; Midwestern Tariff Bureau, Kansas City; Middle Atlantic 
States Motor Carriers Conference, New York City; Wisconsin Motor 
Carriers Conference, Madison; Northwest Tariff Bureau, St. Paul; 
Southern Motor Carriers Rate Conference, Atlanta; Florida Motor 
Freight Bureau, Tallahassee; Utah Rate and Tariff Bureau, Salt Lake 
City; Missouri Valley Rate and Tariff Bureau, Omaha; Transportation 
Traffic Association, Louisville; Motor Carriers Central Freight Associa- 
tion, Detroit; Iowa Motor Freight Tariff Bureau, Des Moines; Niagara 
Frontier Bureau, Buffalo; Dixie Motor Freight Institute, Memphis; 
and Southwestern Tariff Bureau, Dallas. 


The bureaus participating in the meeting at Cincinnati, it 
was said, represented about 2,000 members. 


BRITTON PREDICTS TRANSPORT MONOPOLY 


Roy F. Britton, director, National Highway Users’ Confer- 
ence, in an address at the convention of the American Live 
Stock Association at Phoenix, Ariz., January 8, predicted that 
the near future will see consolidations of truck lines into large 
Systems and the acquisition of those systems by the railroads. 
“I venture to predict,” he said, “that the truck operators who 
joined forces with the railroads to secure federal regulation 
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will be amazed by the ferocity and determination with which 
their allies will turn upon them.” He said the country was 
likely to wake up to learn that coordination of transportation 
in many instances “means the concentration of facilities under 
a single ownership.” He added: “In that event, let the shipper 
beware!” 

Speaking of the motor carrier act, he said he thought it 
would be successful “if it stabilizes the operations of for-hire 
vehicles without trespassing on the rights of the privately- 
owned vehicles,” and if it encourages the development of motor 
transportation. He said allegations of the subsidization of 
motor vehicle transportation did not come with good grace 
from the railroads which, themselves, “have been generously 
subsidized by federal, state and municipal governments.” He 
insisted that any consideration of highway transportation must 
take cognizance of the fact that 85 per cent of the trucks on 
the highway were privately owned and privately operated. He 
said the railroads had no right to contend that they should 
have equality of opportunity with “these millions of in- 
dividuals.” 

“No agency,” he said, “can justly claim priority of right 
or a vested interest in the transportation of the country.” 


COST OF MOTOR REGULATION 


The Traffic World Washington Bureau 


Revelation that the Commission had asked for an appro- 
priation of $3,050,490 for regulating motor carriers for the 
fiscal year ending June 30, 1937, was made January 7 when the 
House committee on appropriations reported the independent 
offices appropriation bill to the House. 

The Bureau of the Budget, to which the request was sub- 
mitted, reduced the amount to $1,700,000, and the House com- 
mittee put its O. K. on that sum of money. 

In reporting the bill the committee made public the testi- 
mony taken previously in support of the Budget estimates. 

In justification for the estimate for motor carrier regula- 
tion Commissioner Eastman said the act “is generally applic- 
able to more than 200,000 separate carriers and brokers and to 
more than 325,000 vehicles operating throughout the country.” 
He added the safety provisions of the act applied also to pri- 
vately operated trucks of which he said there were probably 
more than 400,000. 

Attention was directed by the commissioner to the fact 
that the Commission, due to the failure of the third deficiency 
bill to pass at the last session of Congress, had advanced money 
to meet the expenses of the motor carrier bureau. President 
Roosevelt has transmitted to Congress deficiency estimates 
including $1,075,000 for the Commission’s motor transport regu- 
lation for the fiscal year ending June 30, 1936. This will take 
care of the advances made by the Commission and is intended 
to carry the work through to the end of the present fiscal year. 

“Our best estimate is that we shall have under our jurisdic- 
tion over 200,000 common and contract carriers,” said Mr. East- 
man in reviewing the requirements of the motor carrier act. 

Outlining the vast amount of work required if the esti- 
mated “over 200,000 common and contract carriers” became sub- 
ject to regulation, plus the transportation brokers and the 
‘private carriers with respect to safety, Mr. Eastman said it had 
been estimated that the three-million-dollar appropriation would 
be needed. 

“Now,” said he, “that has been cut down by the Bureau of 
the Budget to $1,700,000 and we have endeavored to adjust 
our estimates accordingly. We have had to do it in a wholly 
arbitrary way just by making slashes here and slashes there. 
I am very much afraid that if the appropriation is so cut the 
effect will be to prolong and delay a lot of the work. Instead 
of being able to handle these certificates and permits and 
licenses under the ‘grandfather clause’ in a year or perhaps two 
years, the work may drag out for three or four years, and 
instead of being able to get the tariffs in good form in com- 
paratively short order, that work will require a much longer 
period of time.” 

The Commission in asking for three million dollars ex- 
pected to have a staff of nine hundred persons in the motor 
carrier work by the end of the present fiscal year, according to 
the testimony. It was indicated that if only $1,700,000 were 
eng the proposed staff would have to be cut just about 
one half. 


Query About Lawyers 


Chairman Woodrum, of the subcommittee on appropriations 
handling the bill, wanted to know why it was necessary to have 
62 lawyers in the motor bureau set-up as revealed in the Com- 
mission’s proposals. 

John L. Rogers, director of the bureau, said the designa- 
tion of “lawyer” simply indicated the type of mind desired for 
those who were to examine the applications for certificates, 
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adding, “we have dubbed them attorneys.’ The chairman had 
developed that in the bureau of law of the Commission there 
were only five attorneys. 

“You have a remarkable situation where out of a personnel 
of 336 you have about 25 per cent or 26 per cent of them 
lawyers,” said Chairman Woodrum. 

Commissioner Eastman thought a great deal “of this diffi- 
culty is due to the name that we use.” 

“We could have used the term ‘examiners’ to describe those 
men just as well as the name ‘attorney’ and they actually cor- 
respond in their work to the classification of examiners in the 
other work of the Commission,” said he, adding that, for court 
work, men rated “attorneys” would be used. 

Apprehension on the part of Chairman Woodrum that the 
motor bureau would have a vast legal staff that would grow and 
grow brought from Director Rovers the declaration he expected 
“it to go the other way.” ; 

“Well, it has never occurred before in the history of the 
country,” said the chairman. 

“In the first year,” said Director Rogers, “we hope to clean 
up about two hundred thousand of the applications for certifi- 
cates. That will never be done again. After that, we will be 
down to current applications and will have no need for a large 
part of the force that we intend to use initially on certificates.” 

“We will put a red pencil note around this commitment you 
are making on that,” said Chairman Woodrum. 

Reverting to the issue as to “lawyers” in the motor carrier 
bureau, Mr. Eastman called attention to the fact that he was 
sure that virtually every man on the Commission’s examiner 
staff was a lawyer, including those in the bureaus of formal 
complaints, finance and valuation. 


No Money for Plates 


Director Rogers said the Commission had not included in 
its estimates money for identification plates which, he said, the 
act provided the Commission should provide for common and 
contract carrier vehicles. He pointed out that the law pro- 
vided that the Commission should assess a nominal charge to 
cover the cost of the plates but the return from that charge 
would go into the treasury of the United States. He estimated 
that about 350,000 tags would be required and that the cost 
would be about 75 cents a vehicle. The total amount required 
would be from $300,000 to $350,000, said he. In reporting the 
bill the committee made no specific provision for money for the 
tags. 

Meeting Cost of Regulation 


Representative Johnson, of West Virginia, raised the ques- 
tion of assessing the regulated industry to meet the cost of 
regulation. Mr. Eastman said that that was a theory with 
which had had always had sympathy—that the costs of regula- 
tion should be borne by those regulated. 


“It just occurs to me,” commented Mr. Johnson, “that this 
will eventually be a tremendous outlay of expense and I am 
wondering if there is going to be any benefit that will be worth 
the price that the public is going to be called on to pay, or 
rather the treasury will be called on to pay, with any benefits 
that may accrue from the act.” 


Mr. Eastman held the view that the cost of regulating the 
railroads was insignificant compared to the volume of business 
being regulated, mentioning rail revenues of four to five bil- 
lion dollars in the “old days” and around $6,000,000 for regu- 
lating the railroads. 


“If that cost was put on the railroads they would hardly 
feel it in the aggregate,” said he. “The same thing applies here; 
the volume of business carried by these motor trucks and motor 
busses is not as great as that of the railroads, but it is huge 
compared to the cost of this regulation.” 

Commissioner Eastman discussed the decision of the Com- 
mission to set up “a self-contained” bureau to regulate the 
motor carriers. He said that bureau would have sections that 
would correspond to the various individual bureaus maintained 
by the Commission in connection with the regulation of rail 
carriers. He said the Commission also came to the conclusion 
it was desirable to have an extensive field organization. He 
said the best estimates indicated that the average number of 
trucks operated by motor carriers at this time was not more 
than one and one-half to two trucks a carrier. For that reason, 
said he, it was felt necessary to establish an organization to 
maintain intimate contact with the operators, “so that we 
could locate them, for one thing, so that we could police them 
more readily, and, perhaps most important of all, so that we 
— help them to comply with our rules and regulations and 
the law.” 

Mr. Eastman said the Commission had a ruling from the 
Comptroller General of the United States which indicated that 
if state commissions were asked to do work under the motor 
act and they refused to do it without payment from the federal 
government, the latter had the authority to make the payment 
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under he act. Nothing had been included in the estimates, 
however, said he, for the payment of state officers. He expected 
that demand for payment would be made. 


SHIPPERS AND MOTOR CARRIERS 
The Traffic World New York Bureau 


About 125 shippers who use motor trucks gathered Jan- 
uary 6 at an open meeting called by the Shippers’ Conference 
of Greater New York in an attempt to crystallize the attitude 
of shippers by truck as to the publication of rates and methods 
of ruling on matters important to such shippers in the New 
York territory. After three hours of discussion the meeting 
adopted resolutions on ten basic questions submitted to it 
by a special committee of the conference. A number of the 
resolutions were adopted in the face of opposition from minor- 
ity groups. Only matters concerning transportation of domestic 
freight were discussed and only shippers were permitted to 
speak. A. C. Welsh, transportation secretary of the Brooklyn 
Chamber of Commerce and chairman of the Shippers’ Confer- 
ence, presided. 


The first question before the shippers was whether there 
should be a uniform truck classification. M. P. Bauman, in- 
dustrial traffic manager, favored a classification with no spe- 
cific relation to the railroad classification, due to differences 
in relative storage capacity of the two forms of transportation 
and differences in transportation conditions. He urged a uni- 
form classification with a universal application in order to 
facilitate uniform rates. R. A. Cooke, traffic manager of the 
American Newspaper Publishers’ Association, agreed. 


W. H. Connell, traffic manager of the Port of New York 
Authority, took the stand that there should be a universal 
classification but felt that it would be a mistake for the truck- 
men to scrap the consolidated freight classification which the 
railroads had worked out in the last 40 years. He pointed out 
that there were many similar points in railroad and truck 
transportation and suggested that the basic truck classification 
form might well resemble, in form and description of articles, 
that of the railroad classification. Where differences between 
truck and rail operation existed this should not apply, how- 
ever, he said. In reply to questions he added that the truck- 
men should, of course, determine costs of operation and that, 
though he did not favor arbitrary use of the rail classification, 
he felt that they should examine individual articles and deter- 
mine where rail classification, description, and rating were 
sufficient and adequate. C. L. Hilleary, traffic manager of 
the F. W. Woolworth Company, agreed in general with Mr. 
Connell. The day would come, he said, when trucks and rail- 
roads would perform service comparable to that between one 
railroad and another and the truckmen should take that into 
consideration and not disregard the rail classification entirely. 

Mr. Bauman expressed the opinion that the railroad classi- 
fication and rate structure were built up in an era when the 
railroads had a monopoly of transportation, with low rates on 
raw materials compensated for by higher rates on manufac- 
tured products. With the advent of trucks, he said, abandon- 
ment of the rail classification was called for. This influence 
was already noticeable in the abandonment of portions of the 
classification, he added. For the truckmen to adopt the in- 
firmities of the rail classification would tie motor transporta- 


‘tion and make the service less valuable to shippers. He doubted 


whether shippers would subject themselves to higher charges 
than those they would pay if they performed the service them- 
selves and advised the truckmen to establish a classification 
that would take into account the cost of transporting the 
commodities. 

“If they try to recoup, the shippers won’t stand for it,” 
he said. “The present railroad classification is obsolete and 
the trucks must take the lead in simplifying theirs. It must 
be uniform and must meet the requirements of business as it 
is conducted today. I don’t believe the present railroad classi- 
fication does.” 

F. L. Pomeroy, vice president of Elwell, Philips and Pom- 
eroy, Inc., Elizabeth, N. J., offered a motion that there should 
be a uniform truck classification based on truck character- 
istics of the articles to be transported, without reference to 
rail classification, except that, wherever possible, the truck 
classification should use the same names and descriptions as 
that of the railroads. Mr. Connell offered a substitute motion 
to the effect that a truck classification of a simplified character 
should be adopted, with uniform ratings irrespective of the 
rate territories in which said classification was to apply. An 
amendment was offered, adding to the motion the words, “with- 
out regard to the present railroad classification,” and this 
amended motion was adopted in the face of some opposing 
votes. 

Subject No. 2, “should maximum reasonable motor truck 
rates be related to railroad rates?” was also a bone of con- 
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tention but a resolution offered by Frank Rich, traffic manager 
of the J. C. Penney Company, that motor truck rates be not 
related to railroad rates but should be established on the 
basis of cost of operation, was adopted with scattered oppo- 
sition. 

Subject No. 3 was: “What relationship, if any, should the 
truck minimum weights have to railroad minimum weights?” 
After brief discussion, the meeting adopted a resolution offered 
by Mr. Connell and reading as follows: “We recommend dis- 
regard of existing railroad minimums and advocate rates based 
upon graduated weights.” 

Protracted argument marked the discussion of Subject 
No. 4: “What should be included in the term ‘pick-up and de- 
livery service?’” A number of shippers favored delivery and 
pick-up of merchandise at the floor level of the consignee’s 
or consignor’s place of business. Alexander Markowitz, as- 
sistant traffic manager of the Kresge Department Store, New- 
ark, N. J., said he would feel that he was being discriminated 
against if this were not done and that the Railway Express 
Agency now did it at its regular rates. A similar view was 
expressed by R. W. Krantz, traffic manager of Sears, Roebuck 
and Company, in Philadelphia. It was pointed out by other 
shippers, however, that inasmuch as it was the purpose of the 
meeting to determine policies for the common good, individual 
delivery and pick-up problems could not be considered. The 
meeting adopted a resolution offered by Mr. Cooke to the 
effect that pickup and delivery service should include only 
pickup or delivery at the consignee’s or consignor’s store door 
or platform and should not include special service inside the 
building. 

A resolution offered by Mr. Cooke on Subject No. 5, “how 
should rates be published?” was adopted after brief discus- 
sion. It was decided that rates should be published (1) ter- 
minal to terminal; (2) store door to store door; and (3) ter- 
minal and/or pick-up and/or delivery. 

Subject No. 6, “What should be the minimum charge for 
motor truck transportation?” caused a difference of opinion. 
Mr. Bauman felt that a minimum charge of 50 cents was rea- 
sonable but a motion that a minimum charge based on the 
applicable rates a hundred pounds should be favored was car- 
ried by a narrow margin of five votes. 

It was also decided that machinery should be erected for 
contact between shippers and carriers in the matter of rates 
and classification adjustments. 

Regarding Subject No. 8, “is it preferable that motor truck 
rates be published in agency rather than individual tariffs?” 
it was suggested by one speaker that the matter be left en- 
tirely to the discretion of the truckmen, but a motion offered 
by Mr. Connell was finally adopted, reading as follows: “We 
recommend that agency tariffs be published wherever possible 
rather than individual tariffs.” 

Considerable argument developed over Subject No. 9, 
“what credit period for payment of freight charges is desirable 
from the shippers’ standpoint?” G. O. Griffith offered a motion 
that the shippers favor a period not exceeding seven days, 
except where truckmen felt that the shipper or receiver was not 
financially responsible. V. K. Raymond, traffic manager, Na- 
tional Sugar Refining Company, of New Jersey, offered a sub- 
stitute motion to the effect that, for the time being, the same 
period that now existed in the case of the railroads (twenty- 
four, forty-eight or ninety-six hours) should apply to trucks. 
Objection to this was expressed by several on the ground that 
truckmen at present would be unable, in many cases, to render 
their bills within that time. The original motion. favoring a 


limit of seven days, was then adopted with a single dissenting 
vote. 


Subject No. 10 was: “The act exempts trucking between 
contiguous municipalities. How should this provision be con- 
strued in the case of Greater New York?” ‘The meeting was 
first inclined to favor a motion submitted by H. L. Fairfield, 
general traffic manager of the Hearst Enternrises, that the ter- 
ritory to come within the terms of the act be the zone set out 
by the Merchants’ Association of New York and the Port of 
New York Authority as the metropolitan area, but it was 
discovered that the area of this zone differed as set forth by 
the two organizations, the larger, as prescribed by the Mer- 
chants’ Association, taking in an area as far north as Stam- 
ford, Conn., and as far south as Point Pleasant, N. J. It was 
then decided to designate this latter area, which has been 
used many years as a guide to shippers. 

The resolutions adopted at the meeting will be used as a 
guide by the special committee appointed by the Shippers’ Con- 
ference when it meets with a representative committee of 
truckmen in an attempt to work out recommendations on a 
motor truck regulation representing a common ground of 
agreement between shippers and motor carriers. Members of 
the special committee are A. C. Welsh, chairman: M. P. Bau- 
man, R. A. Cooke, W. H. Connell, and G. O. Griffith. 
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Railroads and Trucks 


General Counsel for Railroads Points to Keeshin “Cara- 
van” to Pacific Coast in Comparing Railway and 
Highway Costs—Predicts Subsidized High- 
way Transport Will Not Displace Rails 





In answer to those “disposed to minify the extent of motor 
truck competition” with the railroads, R. V. Fletcher, vice-presi- 
dent and general ounsel of the Association of American Rail- 
roads, dwelt on the recent operation of “a caravan of five huge 
freight trucks carrying 90,000 pounds of payload” between 
Chicago and Los .Angeles by the Keeshin Transcontinental 
Freight Lines, Inc., in an address, January 9, at the forty-sev- 
enth annual dinner of the Central Railway Club of Buffalo at 
Buffalo, N. Y. 


“Here is a caravan of five trucks transporting 90,000 
pounds of freight—45 tons,” said Mr. Fletcher. ‘Doubtless the 
tonnage was merchandise which does not load heavily, so that 
we may safely assume that the five trucks carried the equiva- 
lent of two well loaded freight cars. It was necessary to 
employ thirteen men to drive the trucks and the attending 
sleeping van. The time was four days, and there was obvi- 
ously no rest for the drivers except what they obtained in the 
‘bunk-wagon.’ A transcontinental freight train would have 
made the trip in just as good time, or perhaps a little better, 
employing five men and handling at least twenty-five times as 
much tonnage. It is certain that te rates of the trucks were 
not greater than rail rates; to say the least, certainly the cost of 
the fuel used by the train was not greater per unit of load 
transported than the cost of gasoline used by the fleet of trucks, 
upon the same basis of unit cost. How is it possible for the 
trucks, then, to compete with the train with its far greater 
capacity per man employed for the work? 


“In part the answer may be found in the absence of con- 
ditions as to wages and hours of labor imposed upon the rail- 
carriers, from which the trucks are as yet free. Just what 
may happen to this element of cost when the Interstate Com- 
merce Commission promulgates its rules as to hours of service 
and safety regulations no one can as yet predict. But it is 
obvious that the real explanation of the ability to compete lies 
not in the lower labor cost per man but in the fact that this 
motor-driven train of five trucks is furnished a highway at pub- 
lic expense while the rails must pay out 27 cents of every 
dollar taken in to provide and maintain their own highway. 
If we add to this about eight cents out of every dollar of rev- 
enue to cover taxes paid by the railroads toward the support 
of government maintenance of schools and all publicly sus- 
tained activities, we see at a glance where go 35 cents out of 
every dollar of revenue. I have no means of knowing just how 
much my friend, Mr. Keeshin, pays in. gasoline taxes, license 
taxes and the like for the privilege of operating his 1,400 trucks 
over the highways paid for from tax funds, but we do know 
that the operators of commercial motor cars pay less than 10 
cents out of every dollar of revenue for general taxes and the 
right to use the public roads. Upon so large an operafion as 
that described the probabilities are that the outgo 
was not more than five cents for highway and general govern- 
mental costs. In othef* words, if the 90,000 pounds were trans- 
ported by rail or motor for, say $500, the motor operation 
would have $475 to apply to transportation costs and return 
on investment in equipment, while the railroad would salvage 
only $325 for those purposes. It is altogether unlikely that 
these advantages will continue indefinitely. Motor transport 
in interstate commerce will soon’ be under regulation as to 
rates, service, hours of labor, and measures connected with 
safety. It hardly seems possible that the ordinary user of 
the highway will view with complacency the operation of these 
huge freight caravans in increasing numbers and size and at 
speeds competitive with railroad freight trains, to the discom- 
fiture of the average taxpayer by whose toil and sacrifice the 
highway was provided. 

“But assuming even that road transport continues to enjoy 
its present subsidized advantage, it seems improbable that it 
can ever displace the rails as the most important medium of 
transportation. Ultimately, and after many periods of blun- 
dering experimentation, rivalries of this sort are determined 
according to the workings of economic principles which are 
inexorable. For the distribution of large quantities of goods 
to every part of the country in season and out of season, upon 
which type of distribution our prosperity as a nation of mag- 
nificent distances depends, nothing can take the place of our 
railroads, with their demonstrated record of dependability and 
capacity. Those who advocate the acquisition and operation of 
the railroads by the government recognize this fact, and, 
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indeed, base their argument for this radical departure upon 
the necessity for preserving railroad service unimpaired.” 

Mr. Fletcher’s subject was the future of transportation. 
He spoke of the five active agencies of transport—railroads, 
highway carriers, water lines, pipe lines and air lines. 


Artificial Waterways 


In speaking of water transportation he emphasized the 
point that none contended that the public should not have the 
benefit of the use of natural waterways—and he mentioned the 
Great Lakes in that connection—but he asserted that “grave 
questions do present themselves when we consider the fabulous 
sums that are being expended in an effort to make navigable 
streams that are not so in fact, and to construct artificial chan- 
nels at public expense to handle traffic that can be moved more 
expeditiously and more cheaply by rail.” 

“There is a widespread popular belief,” said he, “that 
transport by water is substantially cheaper than by rail. But 
this is true only where nature has provided the waterway.” 

Referring particularly to canals and inland waterways made 
navigable at great public expense, Mr. Fletcher said: 


If huge sums must be expended to dig canals of dimensions suffi- 
cient to permit extensive operations, then in every case the champion 
of the waterways must ignore return upon investment as an element of 
cost. The Panama and Suez Canals do not fall within this category, 
but these Isthmian Channels are not operating agencies. They fur- 
nish to huge fleets of ocean carriers a means of avoiding perilous and 
expensive journeys around the distant and stormy capes of Horn 
and Good Hope, and so valuable is this privilege that vessels willingly 
pay in tolls sums sufficient to maintain the channels and pay some 
interest upon the capital expenditure. 

Here in Buffalo any mention of canal construction and operation 
naturally suggests the Erie Canal, a pioneer in this field of activity 
and associated with many fascinating historical incidents. Its con- 
struction began in 1817; it was completed in 1825. The length of 
the New York State Barge Canal System, as it exists today, is 525 
miles, and the cost of construction since April 7, 1903, has amounted 
to about $177,000,000, or close to $340,000 per mile, a sum sufficient 
to build and equip a four track railroad from Albany to Buffalo, 
with a much larger capacity than the canal. Assuming four per cent 
as a reasonable figure to represent return on investment, and adding 
operating charges it costs $2.40 for every ton of freight which the 
canal handles. 

Take the Federal Barge Line operations on the Mississippi, Mis- 
sourl and Warrior Rivers. So that this and similar commercial ven- 
tures may operate, the government has expended huge sums in 
improving these waterways. In this Federal barge line, there has 
been an investment of the taxpayers’ money amounting to about 
thirty million dollars. It pays next to no taxes, no interest on in- 
vestment, is free from regulation as to its port to port rates and 
has Uncle Sam’s bottomless purse upon which to draw. In 1934 it 
lacked $920,000 of paying operating expenses. Looking at the record 
over the last eleven years, this line has handled about 15,000,000 tons 
of freight. If this government owned parasite had paid taxes as do 
other forms of industry, and interest on its capital cost these sums 
alone would represent a cost of $1.75 for every ton of freight handled. 

The Mississippi Valley Committee, appointed by the Secretary of 
the Interior and upon which there was no railroad representative, in 
its report of October, 1934, points out that on the lower Mississippi the 
taxpayers have subsidized freight traffic handled on this waterway by 
an amount which equals 9 mills per ton per mile using rail mileage 
rather than the more circuitous river mileage. If to this figure there 
be added the transportation charge paid by the shipper, it will be seen 
that the total cost is at least 16 mills per ton per mile, or more than 
1 3/5 the average amount charged by the railroads. Or consider the 
Ohio river, which has recently been canalized by the government so 
that a depth of nine feet of water has been secured. On this stream 
$133,769,000 have been spent or an average cost per mile of $136,500. 
It costs $4,000 per mile annually to operate the locks and do the neces- 
sary dredging. If we figure a 2 per cent depreciation charge on locks 
and dams and calculate interest at 4 per cent, the cost of handling 
traffic on the line is about 8% mills per ton per mile, all at the expense 
of the taxpayer. If to this you add the amount paid by the owner of 
goods transported, it will be seen that the cost is far above the rail 
charge. It must be borne in mind that in the northern portion of our 
country navigation on the inland waterways is closed in the winter 
season, and in this period resort must be had to the railways and the 
highways. And after all these water operations, at best, can serve 
only a limited territory and serve the convenience of only a portion 
of our population. What of the needs of those who dwell on plains, 
plateaus, hills and mountains, remote from navigable streams? Shall 
all this class be heavily taxed for the advantage of the favored few 
who live on the banks of the Mississippi and its larger tributaries? 
Look at the problem as you will, the water lines can not meet the 
needs of the future for transportation. 


Highway Competition Serious 


“When we come to deal with freight and passenger trans- 
port on the highways, admittedly we of the railroad world face 
a more serious competitor,” said he. “No one can say with 
confidence just how much traffic the rails have lost to the 
highways. A conspicuous spokesman for the motor interests 
has recently stated that two billion dollars were collected by 
the motor industry in the past year in the way of transporta- 
tion charges. When we compare this with the figure of $3,271,- 


The Traffic World 


. <a y — ee —s . — 
ae le. : at —— ? ts > : i lr ane Ree 
2 ae - ak ge Se See ro ye = * 


: ere ¥. 
4%? ~ te St + 


Vol, LVI, No. 2 


567,000, the gross revenues of all Class I railways for the year 
1934, we get some idea of the seriousness of the competition 
which confronts the railways. Admitting that the figure of 
motor earnings may be unconsciously exaggerated, we do know 
that the trucks now transport 48 per cent of all the live stock, 
possibly two-thirds of the merchandise traffic measured by 
tons originated though not by ton-miles, practically one-half 
of the citrus fruits moving out of Florida, and uncounted quan- 
tities of coal, paper, grain, dairy products, chemicals and 
what not.” 
Rail Conditions Improving 


After his discussion of the Keeshin operation at this point 
in his address, Mr. Fletcher continued, in part, as follows: 


We come then to consider the outlook for the rails as we face a 
new year with all its hopes and apprehensions. It is sometimes 
asserted that the experience of the past few months shows conclusively 
that we have emerged from the valley of depression and are steadily 
gaining ground in the upward march to higher levels of economic wel- 
fare. Statements to this effect are often accompanied by assertions 
that the railroads furnish an exception to the general rule, and that 
they alone show discouraging signs of lagging behind in the program 
of recovery. I think it will be found, however, upon careful study of 
the situation that the rails are keeping pace with the important capital 
goods industries in the difficult process of rehabilitation. Net railway 
operating revenue of Class I roads for November, 1935, shows a 67 per 
cent increase over some months in 1934 and the October showing was 
even better. In spite of adverse business conditions in the early part 
of the year, 1935 was the best year since 1931. Gross revenues in 1935 
approximate $3,440,000,000, which is nearly 55 per cent of the high earn- 
ings of 1929, and about 65 per cent of the earnings for 1930, which many 
have now come to regard as a normal year. This is about in line with 
the ratio for steel ingots, which this year stands at 57% per cent of 
peak production, and compares favorably with a percentage applicable 
to building construction, lead, copper, lumber and coal. There is every 
reason to believe that when the heavy industries find themselves on a 
permanent and confident business basis the rails will be marching 
along with their ancient allies. 


It must not be supposed, however, that prosperity is just around 
the corner, in the sense that all we have to do is to stroll comfortably 
along and reap the benefit of improved industrial conditions. Without 
travail on our part we can not rest complacently upon the achieve- 
ments of the past, however honorable. It is true that the railroads in 
the sadly depressed year of 1934 paid out $230,625,000 in taxes; $600,- 
225,000 for materials and supplies; that they have outstanding seven 
billion dollars of capital stock owned by nearly 900,000 stockholders, 
and over eleven and a half billion dollars of funded debt, of which 
$6,626,000,000 is owned by insurance companies, savings and other 
banks, educational and eleemosynary institutions. These familiar facts 
give us some idea of the stimulation which would follow a restoration 
of railway prosperity. But these alone will not suffice to insure the 
future of the railroads. After all, the question that will be determina- 
tive is whether this particular form of transportation meets the public 
demand for efficiency and economy. Important as the railroads are as 
employers of labor, purchasers of goods and as a medium for invest- 
ment, they must demonstrate their superiority in the field in which 
they specialize. Other matters are important but essentially imei- 
dental. Their supremacy is challenged and they must meet the chal- 
lenge with wisdom and courage. Assuming then that they are in the 
jists, surely they have the right to say a word about the conditions of 
the combat. There is no reason why they should be heavily handi- 
capped. Just now they are insisting that their competitors on the 
waterways should be regulated even as the railroads are and as we 
hope the highways carriers will be when the Interstate Commerce 
Commission and the several state commissfons get hold of the situa- 
tion. The rails insist, also, that they should be freed from the strait- 
jacket in which they have been placed by the lond-and-short-haul 
pyovision of the law with all the refinements and complications that 
have attended its administration. These obvious forms of relief we 
confidently hope this session of Congress will grant. 


Mr. Fletcher renewed his plea made in his recent address 
at Reading, Pa. (see Traffic World, Nov. 30, p. 939), that 
greater freedom than now permitted be allowed the railroads 
and reiterated views there expressed with respect to “enforced 
competition,” the labor provisions of the emergency transpor- 
tation act and the making of rates. 


WOULD REGULATE SPEED 


Representative Ramspeck, of Georgia, has introduced a bill 
(H. R. 9961) to regulate the speed of motor vehicles shipped 
or operated in interstate commerce. 


NEW BURLINGTON PERISHABLE PLATFORM 


The Chicago, Burlington and Quincy has just opened for 
use the first unit of an enclosed platform for the unloading, 
sorting and delivery of fresh fruits and vegetables at the head 
of the Racine Avenue ramp, South Water market, Chicago. The 
platform has heating and ventilating facilities, sliding doors 
along both sides, flood lights and extension lights for use inside 
of cars. Office facilities and telephone service are available to 
users. 
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January 11, 1936 


CONFERENCE ON TRANSPORTATION 
The Traffic World Washington Bureau 


A permanent organization to be known as the Conference 
on National Transportation was effected Jan. 6 at the second 
meeting of the representatives of the National Industrial Traf- 
fic League, the American Trucking Associations, Inc., and the 
Association of American Railroads, under the proposals to bring 
about harmony among truck operators, shippers, and railroads. 

It was declared to be the purpose of the conference to 
formulate plans by which the respective groups could cooperate 
to promote orderly and harmonious action in respect to rates 
and practices. 

L. F. Orr and John V. Lawrence, who, at the last meeting, 
were selected to act as temporary chairman and secretary, 
respectively, were made permanent chairman and secretary, 
respectively. Francis J. Dowd, of the American Sugar Refin- 
ing Company, attended the meeting for the shipper group. 
The others in attendance were the same as at the meeting last 
week with the exception of Mr. Lacey, executive secretary of 
the National Industrial Traffic League, who was not present. 
(See Traffic World, Jan. 4, p. 25.) 


WESTERN PICK-UP AND DELIVERY 


Attacking the proposal of western trunk line carriers to 
make an allowance to consignors and consignees who perform 
their own pick-up or delivery service as a rebate, a dissipation 
of the revenues of the railroads and from many other angles, 
American Trucking Associations, Inc., by Harry C. Ames, its 
attorney, has asked the Commission to suspend the pick-up 
and delivery tariffs. The request for suspension is a compre- 
hensive review of the subject of services by railroads beyond 
their freight stations and the obligations of the Commission 
created by the motor carrier act addition to the interstate 
commerce act. 

The request for suspension is unusual in that it suggests 
that the paper, called a brief, be considered by division 5 as 
well as by division 2. Division 5 is the one the Commission 
has set up to have administrative charge of motor carrier 
regulation. Division 2, usually, disposes of prayers for sus- 
pension. It is not unknown, however, for more than division 2 
to be called on to consider a request for suspension. It is un- 
usual, however, for those making a request for suspension to 
ask for any departure from the routine of consideration by 
division 2. $ 

“The situation cries out for investigation,” declares the 
request in connection with a review of the ultimate responsibil- 
ities of the Commission created by amended section 15a of the 
act, and the language it used in forbidding low gasoline rates 
in Gasoline from San Francisco Bay Points to Ogden, Utah, 
198 I. C. C. 683. 


“Let us pause a moment to consider the import of that 
passage” (reference being to language indicating that the re- 
sponsibility under amended section 15a was to assure the rail- 
roads of revenue), continued Mr. Ames. “Here the carriers 
are proposing a gratuitous service over perhaps one-third of 
the geographic area of the United States. They are making 
no change in their rates to compensate themselves for it. They 
do not even tell the Commission how much they are going to 
pay for it. They are going to accord the service in connection 
with rates already drastically reduced, as well as on normal 
rates. Can the Commission keep faith with its ‘ultimate re- 
sponsibilities’ under section 15a upon such a showing.” 

Pointing out that section 202a of the motor carrier act 
admonishes against “unfair and destructive competitive prac- 
tices,” the protest says that the answer of the western rail- 
roads is “the gratuitous offer of a free cartage service at the 
beginning and end of hauls they perform without any change 
in or addition to the rates they are now receiving.” 

“A sweeping adjustment of this character, made without 
reference to and apparently without thought of the line-haul 
revenue or the effect upon it,” declares the protest, “can have 
but one conceivable object, namely, the defeat of truck compe- 
tition.” 

Assuming that the rail carriers in the exercise of their 
managerial discretion have it within their right and power to 
inaugurate a change in or addition to their service as a legiti- 
mate competitive measure, the request for suspension asserts 
that the question of policy as opposed to that right may still 
come into play and suggests either one or two lines of inquiry, 
as follows: Is the proposed step improvident from the stand- 
point or the rail carriers, or does it amount to an “unfair or 
destructive competitive practice’ within the meaning of sec- 
tion 202a of the motor carrier act. 

“Tf it is either, and if it is either it is probably both,” says 
the protest against the Kipp and Pell tariffs to which it re- 
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lates, “then regulation may lay a restraining hand upon it. 
Certainly, if the railroads are reaching out beyond their law- 
ful obligations in respect of receipt and delivery of freight and 
by this ‘reaching out’ are either (a) paying out more than théy 
should pay in connection with such receipt and delivery, or (b) 
making undue inroads on their revenue, their action is im- 
provident. And if it is improvident from their standpoint it 
must be an ‘unfair and destructive competitive practice’ be- 
cause the trucks will have to meet it with corresponding reduc- 
tions or retire from the field. How is the Commission to know 
the effect of this action on the line-haul revenues of the car- 
riers unless as the result of an investigation it has those rev- 
enues before it?” 

The request for suspension points out that the carrier has 
performed all its duty under the law when it delivers freight 
at its freight station or receives it there and that, under the 
rulings of the Commission when they undertake anything more 
than that they must avoid discrimination and prejudice. It 
suggests that the towns where it is not proposed to establish 
the pick-up and delivery service are forgotten towns and will 
be subjected to discrimination, although they may not yet know 
about what is being proposed. 

The trucking association also makes the point that when a 
carrier makes an allowance to a shipper it must be for the 
performance of a duty the law lays on the carrier and that 
the allowance must not be in excess of cost for otherwise it 
is a rebate. It also asks how the Commission is to know what 
the railroads propose to pay truckmen for carting freight or 
who they are because the tariffs do not give the information. 
They do show, says thé request, that when the consignor or 
the consignee performs the service he is to be paid five cents 
a hundred pounds, without ascertainment of the cost. 


“Surely the Commission must recognize enough inherent 
danger in a broadside proposal of this character that it will 
wish at least to investigate the situation,” says the request. 
“That is all we are asking at this time. For the past several 
years the rail carriers have been loud in directing attention to 
their helplessness in meeting the competition of trucks due 
to lack of regulation of the latter. Now the trucks are regu- 
lated. This is a major case involving a sweeping readjustment 
and a reconstruction of practices. Let both sides lay the cards 
on the table and see what happens.” 

The protest of the trucking associations said that although 
the point was not controlling, the Commission might be in- 
terested in knowing that the Wisconsin commission had sus- 
pended the Kipp tariff and set the matter for investigation; 
and also that the Minnesota and Montana commissions had re- 
fused to approve the allowance in lieu of pick-up and delivery 
service. In conclusion the request for suspension said: 


This is the first major proposal involving a service contemplating 
joint participation of rail and truck carriers since motor carrier act, 
1935, became law. It covers a most comprehensive territory and pre- 
sents questions of national importance. 

While it is true that the Commission in the past has permitted 
tariffs providing store-door delivery to become effective without sus- 
pension and investigation, those actions afford no proper precedent in 
this situation because we are confronted with new legislation which 
has completely changed the jurisdictional and legal principles involved. 

The legal questions raised by this proposed ‘‘allowance,’’ coupled 
with other circumstanges presented by the new legislation make it 
seem especially imperative that no drastic and sweeping change of 
this character be permitted without a full and complete investiga- 
tion. 

In view of the fact that this proposal covers an operation and 
carriers which seem in many respects to be inseparably connected 
with the provisions of motor carrier act, 1935, we most respectfully 
suggest and request that this brief in protest be considered by di- 
vision 5 as well as by division 2. 


Truck operators doing business in South Dakota, Iowa and 
Minnesota join in a petition for the suspension of the Kipp tariff 
on the grounds that the tariff contemplates the railroads ex- 
tending and enlarging their services beyond their present 
physical facilities by means of motor trucks without other or 
additional charge above present rates. ; 

The tariff, they point out, is silent as to whether such addi- 
tional service is to be rendered by motor trucks owned and 
operated by each railroad or through rental or contract ar- 
rangements. But regardless of which method may be employed 
they assert it contemplates the extension of railroad service by 
means of motor vehicles. 

Inasmuch as the operations proposed by the tariff, the pro- 
testants assert, were not in effect on June 1 or July 1, or Octo- 
ber 15, 1935, and the railroads have made no application for 
extension of service or truck operations, the putting into effect 
of the tariff would be in direct violation of the provisions of 
the motor carrier act in that by its terms that act requires the 
operators in such circumstances first to obtain a certificate of 
convenience and necessity. 
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The truckmen assert that the privileges accorded to the 
railroads by that tariff may lead to gross injustices and 
inequalities. They assert it is uncertain as to whether or not 
the extension of service, if furnished only within the boundaries 
of a certain city or even state, would bring such operations 
within the jurisdiction of the Commission. 

The proposed tariff constitutes a clear attempt, assert the 
truckmen, on the part of the railroad companies to invade the 
field heretofore exclusively occupied by the trucking industry. 
They add that if the tariff is allowed to become effective, it 
will result in a destructive rate war, as truck operators will 
be compelled to meet the new competition or lose the business 
they now have. The move of the railroads, it is further as- 
serted, is in direct conflict with the declared purpose of the 
motor carrier act to “improve the relations between and co- 
ordinate transportation by and regulation of motor carriers 
and other carriers.” 

“There is nothing to prevent a collusion,” says the request 
for suspension, “whereby the railroad pays excessive charges 
to unregulated operators and they in turn use the excess to 
influence traffic. In other words, there is nothing to prevent 
the railroads from virtually buying the business of shippers 
through the truck operator.” 

The Chicago Association of Commerce filed a brief in sup- 
port of the Kipp and Peel tariffs, saying that under the ar- 
rangement proposed in those tariffs Chicago would receive a 
service which had long been desired by its shippers and a 
service necessary to remove unjust discrimination against the 
Chicago market. It said the service now applicable in the 
southwest and the southeast was furnished to Chicago’s com- 
petitors but had not been extended to apply from and to the 
Chicago district. Shippers at St. Louis, Kansas City and Mem- 
phis, it said, were given the benefit of store door pick-up and 
delivery service while the shipper at Chicago was not accorded 
such service and if he desired to make store door delivery at 
southwestern destinations he was required to pay 10 cents a 
hundred pounds. In conclusion, the association earnestly 
urged the Commission to permit these tariffs to become effec- 
tive, giving the carriers an opportunity to meet competition and 
participating in the handling of less than carload traffic. 

Representations in favor of the Kipp and Peel tariffs per- 
taining to the establishment of pick-up and delivery service be- 
gan reaching the Commission shortly after the receipt by it of 
the request for suspension made by the Mid-Western Motor 
Freight Tariff Bureau, Inc. The Peoria-Pekin, Ill., District 
Shippers’ Conference said that a majority of that organization 
believed that the pick-up and delivery provisions represented 
a progressive step on the part of the rail carriers, inasmuch 
as they represented many of the features which shippers had 
consistently urged on these carriers in the past. Under those 
conditions, the conference said, it respectfully requested the 
Commission to permit the provisions of the Kipp and Peel 
tariffs to become effective January 20. 


The Dells Paper and Pulp Co., Eau Claire, Wis., favored 
allowing the tariffs to become effective as it felt the railroads 
should be allowed this opportunity to develop whether or not 
the publication of this service would return the L. C. L. ton- 
nage to the rail lines. 


Addressing the Commission’s board of suspension H. Mc- 
Carthy, general superintendent of the Minnesota Transfer Rail- 
way Co., said he was much interested in having the tariffs’ 
put into effect as soon as possible, and expressed the hope that 
the board would use its good offices to prevent any intervention 
which would cause postponement. He said he spoke for 475 
employes. 

The Philbrico Jointless Firebrick Co., Chicago, Ill., em- 
phatically said it registered the opinion that the tariffs should 
be allowed to become effective. It said that in the past few 
years it had seen a great volume of tonnage taken from the rail 
carriers through the ability of trucking concerns to render pick- 
up and delivery service. It said the rail carriers should be 
encouraged in their efforts to bring the efficiency of their serv- 
ice up to modern standards and it sincerely trusted that any 
petition for suspension would not be granted. 

Early expression in favor of the proposed tariffs were 
also sent to the Commission by the Omaha Chamber of Com- 
merce, the Twin City Wholesale Grocery Co., and the Winona- 
LaCrosse Joint Traffic Bureau. 

In support of its request that the Commission suspend 
the tariffs the Mid-Western Motor Freight Tariff Bureau, Inc. 
(see Traffic World, Jan. 4), asserts that, “with the regulation of 
motor carriers the necessity will cease of the rail carriers con- 
tinually reducing their charges, altering their rules and regula- 
tions, etc., to meet motor truck competition.” It said that after 
declaring that the “keenest competition exists between motor 
carriers and rail carriers.” 

According to the protest and request for suspension the rail 
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carriers propose a rule, which, according to the protesting 
bureau, has not heretofore been published in connection with 
pick-up and delivery arrangements which have been in effect 
in southwestern territory. As stated by the association the 
rule is that when the consignee elects to pick up the freight 
at the freight station an allowance of five cents a hundred 
weight will be made to him. This, the association declares, 
is not to be confused with the five cent allowance which is 
made to a consignor for delivering freight to the freight sta- 
tion which, it says, has long been in effect in southwestern 
territory. 

The association expresses the opinion that the change 
which will make a five cent allowance to consignees hauling 
their own freight from the depots is objectionable and works 
to the detriment not only of motor carriers but of rail car- 
riers as well for the following reasons: 

That it is an unwarranted reduction in net revenue. It 
points out that the railroads have freight depots at practically 
every point they serve, which is not true of the truck lines. 
The consignee, by using his own truck and going to the freight 
station will receive a five cent reduction in rate that the truck 
lines will not be able to allow, unless they in turn establish 
freight depots at every point served, which would entail great 
increases in costs; or the truck lines can arbitrarily make a 
reduction of five cents in their rates. 

That, inasmuch as the truck lines generally and this ap- 
plicant in particular, are working hard to publish tariffs and 
effect a stabilization of rates, which, in the case of this appli- 
cant, is the concurrent railroad class rate basis, if this rule is 
allowed to go into effect, it will immediately start the truck 
lines on a program of reducing their rates. In view of the 
present situation under which the truck lines are earnestly 
endeavoring to stabilize their rates on a competitive level with 
the rails, it is suggested it would seem to be most untimely, 
to say the least, for the railroads to precipitate another re- 
duction in rates. 

The request for suspension said that representatives of 
the applicant had had two conferences with representatives of 
the western and southwestern lines to inform the railroads as 
to what they were doing in the effort to stabilize the rate 
structure and to interest the railroads, when the structure 
had been stabilized, in removing the hundreds of depressed 
rates which had been established to meet motor competition 
and for which there will be no reason to continue in the future. 
Establishment of this additional reduction at this time, the 
association said, would tend seriously to interfere with the 
progress of these efforts for stabilization. It said the allow- 
ance to the consignee was economically unsound but that it 
had no objection to the Western Trunk Line territory rail- 
roads establishing in their territory the pick-up and delivery 
rules now in effect in southwestern territory. It said it did 
object to the liberalization proposed with its reduction in 
revenue. 

Chicago Pick-Up and Delivery 


Notification of the details under which the new pick-up 
and delivery tariffs will be put in effect in Chicago was sent to 
ippers January 6 by E. B. Boyd, chairman, Western Trunk 
un Committee, and R. A. Sperry, chairman, Illinois Freight 
Association. The notification listed the following lines on which 
the service will be accorded on traffic on which they receive 
a line haul: 

Alton, A. T. & S. F.. C. & E. 1, C. & N. W., C. B. & Q,, 
Great Western, C. M. St. P. & P., Rock Island, Illinois Central, 
Soo Line and Wabash. The service will also be performed on 
the following terminal carriers: B. & O. C. T. (outbound only), 
Belt Railway of Chicago, Chicago Warehouse and Terminal 
Company, Illinois Northern and the Manufacturers Junction. 
Details of the service on the terminal roads, the notification 
said, were contained in Chicago Switching Committee tariff 
20-T. 

The notification said that arrangements had been made 
with a number of cartage companies to perform the pick-up 
and delivery service in the Chicago district. However, it adds, 
shippers who have been using one or more cartage companies 
may continue to use them, provided they have qualified under 
the railroad contract. If they have not so qualified and de- 
sire to do so, arrangements may be made to bring that about, 


_ the notification says. 


The Illinois Central System will establish throughout its 
entire system free pick-up and delivery service. The new ar- 
rangement is scheduled to take effect January 20. Tariffs were 
filed Jan. 7, under sixth section permission to make the new 
service effective concurrent with institution of similar service 
throughout Western Trunk Lines and the Southwestern terri- 
tories. 

The details of the Illinois Central tariffs are the same as 
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those in the W. T. L. tariffs already on file. The service will 
be included in the line haul rate, and an allowance of five 
cents a hundred pounds will be made to shipper and receiver 
or both in cases where it is desired to deliver the freight to 
the carrier’s receiving platform or pick it up at the freight 
house. 

The Nashville, Chattanooga and St. Louis filed with the 
Southern Freight Association January 6 notice of intention to 
amend its present pick-up and delivery tariff on merchandise 
freight to make the service apply universally on its lines re- 
gardless of distance. When instituted on the line in 1933 the 
service was restricted to shipments moving a maximum distance 
of 260 miles. Later this maximum was increased to 360 miles. 
Under the proposal there will be no maximum on the N. C. and 
St. L. Sixth section application will be made to the Commis- 
sion to permit the amended tariff to go into effect January 20. 
The 5 cents a hundred allowance for delivery to the railroad 
by shipper or for pick-up at freight stations by receiver will be 
included in the new schedule. 


MEDAL FOR HEROISM 


On recommendation of the committee on award of medals 
of honor, approved by the Commission, the President has 
awarded a medal of honor to Fred G. Wolff of Belvidere, Ill. 
This medal was awarded under the act of February 23, 1905, 
which provides for bronze medals of honor to be awarded for 
outstanding feats of bravery in connection with the saving of 
life on railroads, according to Secretary McGinty, who adds: 

The act which resulted in this award was performed on July 2, 
1935, near Pecatonica, Ill. Chicago and North Western passenger train 
No. 706 consisted of a gasoline motor car and a coach; as this train 
proceeded over a bridge about one-half mile from Pecatonica the rear 
truck of the motor car became derailed due to undermining of the 
abutment of the bridge caused by heavy rains in the vicinity. The 
derailment ruptured one of the two gasoline tanks under the motor car 
and the gasoline immediately caught fire, enveloping the rear portion 
of the car in flames. Car Foreman Wolff, who was riding in the cab of 
the motor, left the train when the accident occurred and together with 
the engineman ran forward about 200 feet. Observing that the express 
messenger was missing, he ran back to the train and hearing cries in 
the express compartment, attempted to enter the car but was ‘forced 
back by the fire; going back farther he found a side door open and 
taking a running jump made his way into the car where he found the 
express messenger unable to move because of an injured foot. Picking 
the man up Mr. Wolff started for the door through which he had en- 
tered but found the way blocked by flames; he then tried another door 
and being successful in opening it, he carried the injured man to safety 
just a few minutes before a second gasoline tank exploded, damaging 
the car beyond repair. 

Forty-two medals of this character including the one above men- 
tioned, have been awarded since the enactment of the medals of honor 
act in 1905. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: M. L. Allen, Washington, D. C.; L. H. Allrod, 
Erwin, Tenn.; W. T. Andress, Jr., Dallas, Tex.; Fred Baughman, 
Erwin, Tenn.; E. M. Berol, San Francisco, Calif.; J. R. Berges, 
New York, N. Y.; B. A. Bowman, Oklahoma City, Okla.; W. C. 
Boyd, Pittsburgh, Pa.; A. P. Coles, Tampa, Fla.; R. P. Colville, 
Los Angeles, Calif.; R. E. L. Cope, Jr., Union Springs, Ala.; 
E. C. Curfman, Maryville, Mo.; D. D. Dart, New York, N. Y.; 
R. N. Davies, Grand Forks, N. D.; W. C. Degelow, St. Louis, 
Mo.; G. M. Eichler, Jersey City, N. J.; R. W. Endress, Cleve- 
land, Ohio; A. R. Felson, East St. Louis, Ill.; H. H. Finaman, 
Chicago, Ill.; J. W. Gasselin, Parkersburg, W. Va.; James 
Griffiths, St. Louis, Mo.; Marvin Handler, San Francisco, Calif.; 
Scott Hardy, Greenville, Tex.; E. F. Hartman, Cincinnati, Ohio; 
J. F. Hays, Buffalo, N. Y.; J. M. Hickson, Portland, Oreg.; Wal- 
ter Hitchen, Galesburg, Ill.; A. V. Irwin, Boston, Mass.; C. J. 
Jasper, Madison, Wis.; J. M. Keating, New York, N. Y.; W. H. 
Kessel, Minneapolis, Minn.; L. P. Kitchen, Jacksonville, Fla.; 
J. S. Lafferty, Kansas City, Mo.; J. O. Maberty, Oklahoma City, 
Okla.; J. DeValse Mann, Washington, D. C.; J. H. Matthews, 
Columbus, Ohio; G. D. McClintock, Minneapolis, Minn.; Wil- 
liam A. McCloskey, New York, N. Y.; W. Percy McDonald, 
Memphis, Tenn.; A. F. McGarr, Oklahoma City, Okla.; Fitzhugh 
McGrew, New York, N. Y.; M. C. McMahon, Algona, Iowa; 
E. W. McNeil, Montezuma, Iowa; C. W. Mehaffy, Little Rock, 
Ark.; W. A. Melander, Washington, D. C.; E. F. Meberg, St. 
Louis, Mo.; G. M. Morris, Washington, D. C.; Barr Moss, Salt 
Lake City, Utah; B. D. Murphy, Atlanta, Ga.; J. F. Murphy, 
Madison, Wis.; Francis Newman, Albany, N. Y.; R. H. Plock, 
Burlington, Iowa; H. Milton Prater, Dallas, Texas; R. R. Rabon, 
Kansas City, Mo.; F. I. Rose, Jersey City, N. J.; J. W. Schmidt, 
Oklahoma City, Okla.; D. R. Schwartz, Jacksonville, Fla.; J. S. 
Sears, Sioux City, Iowa; W. A. Sherwin, Los Angeles, Calif.; 
A. J. Smith, Indianapolis, Ind.; H. S. Snyder, Sioux City, Iowa; 
G. A. Spater, New York, N. Y.; C. G. Wahl, Louisiana, Mo.; 
W. T. Weaks, Wilmington, N. C.; E. R. Wright, Santa Fe, 
N. M.; W. B. Yates, Portland, Oreg. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will’ be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Tariff Interpreation—Application of Rules 7 and 8 of Recon- 
signing Tariff 


Missouri.—Question: Can you cite us to any cases passing 
upon the difference between Rules 7 and 8 of the National Re- 
consigning Rules? 

Our particular problem is as follows: 

We had two cars of hay billed to ourselves which were 
intended for a state drought relief agency. The bills of lad- 
ing were issued May 31, 1935, and, when received by us 
three days later, we found the shipper had overshipped this 
particular destination and was short two cars at a destination 
a few stations short of the destination of these two cars. We 
at once placed orders with the destination carrier to stop these 
two cars at this other station for delivery to the officer of 
the relief organization at that point. The drought tariff pro- 
vided for the expiration of the reduced rate with the 31st of 
May and that cars after that date could not be diverted. The 
carrier contends that Rule 7 applies and therefore the drought 
rate cannot be applied. We contend that this was clearly a 
stopping in transit for delivery and Rule 8 applies. Rule 8 
provides in part as follows: 


(a) Except as otherwise provided in Rule 5, if on request of con- 
signor, consignee or owner a car is stopped for orders for the purpose 
of delivery or diversion or reconsignment or reforwarding prior to the 
arrival at original billed destination, a charge of $2.25 will be made for 
such service and the point where the car is stopped will be considered 
the original destination of the freight. 


It seems to be the contention of the carrier that if we had 
stopped the car for orders and not given the delivery order 
until after the car was stopped, it would come under Rule 8. 
This does not seem to us to be reasonable as it would require 
two different sets of instructions when one is sufficient. 


We will thank you for any information that will clarify 
these rules. 


Answer: Item 50 of W. T. L. Tariff 315-A, Agent Kipp’s 
I. C. C. A-2515, provides that diversion or reconsignment priv- 
ileges as published in tariffs lawfully on file with the Interstate 
Commerce Commissiog or state commissions will be permitted 
in connection with shipments moving under reduced rates au- 
thorized therein when shipments are forwarded in original 
car. 


Item 65-B, of Supplement 11 to the above tariff provides 
that reduced rates authorized therein will be applied to ship- 
ments leaving point of origin on or after October 1, 1934, and 
when such shipments are stopped for transit privilege, or di- 
verted or reconsigned, as authorized in Item 50 of tariff, same 
must be forwarded from transit, diversion or reconsignment 
point on or before May 31, 1935. 


In so far as the charges to be applied on the shipment are 
concerned, we do not see that it makes any difference whether 
Rule 7 or Rule 8 of the Demurrage Tariff is applicable to the 
shipment. In either case there was a reconsignment of the 
shipment within the provisions of Item 65-B of Agent Kipp’s 
I. C. C. A-2515. 

However, as to the application of Rules 7 or 8 of the Re- 
consigning Tariff, see the decision of the Commission in Re- 
consignment Cases, 47 I. C. C. 590, in which the Commission 
states that Rule 3 of the rules under consideration in this 
case, which is now Rule 7 of the Reconsigning Tariff, contem- 
plates a charge of $2 for the service of intercepting a ship- 
ment before it reaches its billed destination and forwarding 
it to a different destination, and that Rule 5 of the rules under 
consideration in that case, which is now Rule 8 of the Recon- 
signing Tariff, provides a charge of $2 for stopping a shipment 
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before reaching its billed destination, to be held awaiting or- 
ders; that the service contemplated includes the interception 
of the shipment and the switching of the car to a track for 
holding. 

It seems apparent that if the reconsigning tariff is applic- 
able, Rule 8 contains the applicable provision. 


Tariff Interpretation—Applicable Rate on Carpet Samples in 
Trunks 


Missouri.—Question: We would appreciate information as 
to the proper rate to apply on shipment which consisted of 
five trunks of salesmen’s carpet samples moving from San 
Francisco to Denver, June 28, 1935, on which the X Railroad 
a assessed first class rate of $3.66, plus 11 cents emergency 
charge. 

We claim that they should have assessed commodity rate 
of $2.81 cents, as per Item 1439 of Trans-Continental Eastbound 
Tariff 3-H, Agent Toll’s I..C. C. 1333. This rate was also 
quoted to our salesman at the time he turned the shipment 
over to the X Railroad for forwarding to Denver. Naturally, 
not being familiar with matters of this kind, he did not have 
the $2.81 rate inserted on the bill of lading. 

It is our contention that the rates on carpets and carpeting 
in burlap rolls, as per Item 1439, will apply when shipned in 
trunks, and that this item supersedes Item 6, page 352, and 
Item 6, page 114 of the Consolidated Classification No. 9. The 
fact that the package requirements rule specifically exempts 
chests or trunks as first class packages and does not exempt 
them as second class packages, to our mind makes a trunk a 
second class package. As articles in burlap rolls are desig- 
nated as third class packages, certainly there is no question 
involved of a penalty because a package of a lower class was 
used. 

Answer: In our opinion the rate published in Item 1439 
of Trans-Continental Tariff No. 3-H, Agent Toll’s I. C. C. 1333, 
is not applicable on the shipment in question. The rate pub- 
lished in this item applies on carpets and carpeting in burlap 
rolls. while the shipment consisted of carpet samples in trunks. 

The fact that Item 410 of this tariff, the package require- 
ment rule. does not specifically exclude trunks as a second 
class nackage, does not permit of the application of the rate 
on articles in trunks. the use of which are excluded under the 
provisions for first class packages, 

Furthermore. under the decision of the Commission in 
Western Shade Cloth Co. vs. Canadian National Railway Co., 
147 I. C. C. 535. the failure to execute the provisions of the 
bill of lading relating to shinments moving on released rates 
would preclude the annlication of the rate published in Item 
1439. as this item annlied on carpets or carpeting when re- 
leased te stated valuations. 

It is our opinion that the-class rate must be applied on 
the shipment. 


Reconsianment—Apoplication of Reconsianment Charae on Ship- 
ment Billed to Stop in Transit for Partial Unloading Where 
Fully Unloaded at First Destination 


Kansas.—Question: A car of canned roods originating in 
Ohio. billed on an onen bill of ladine to Kansas destinations, 
stops at intermediate Kansas point for partial unloading. 

Before arrival of the car at the first destination the rail- 
road avent at that noint was advised the car would be entirely 
unloaded at his station. 

In addition to the legal tariff rate being assessed the rail- 
road comnanv collected an additional charge of $2.25. They 
contended that due to the fact the car was not forwarded to 
the lact destination a change in destination was required. 

Kindlv advise whether or not, bv the elimination of the 
second destination, the car heing unloaded at the first des- 
tination. with no extra handline of waybill or movement of 
car, is the $2.25 charge a legitimate one? 

Answer: We have heen unable to locate a decision of the 
Commission in which this question has been at issue. Fur- 
thermore, there does not seem to be any rule in the recon- 
signing tariff which specifically applies to such a shinment. 
See. in this connection, the decision of the Commission in 
M’Swain Lumher Comnany vs. Ala. T. & N. R. R. Corporation, 
142 I. C. C. 605. in which case the Commission comments on 
the ambiguity of certain rules published in the Reconsigning 
Tariff. 


Reparation—Arizona Grocery Company Case Application 


Oklahoma.—Question: May the decision of the Commis- 
sion in Ashby Veneer & Lumber Company, Inc., vs. Southern 
Pacific Companv. 209 I. C. C. 9, decided May 17, 1935, be con- 
strued as a holding that the pronouncement in the Arizona 
Grocery Company case does not preclude an award of repara- 
tion where the assailed rate is a commission-prescribed class 
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rate and the Commission’s finding is that the class rate was 
aaa to the extent that it exceeded a lower commodity 
rate? 

Answer: We do not believe that the decision of the Com- 
mission in the case to which you refer can be construed as a 
holding that the decision in the Arizona Grocery Company 
case does not preclude an award of reparation where the rate 
assailed is a Commission-prescribed class rate and the Commis- 
sion’s finding is that the class rate was unreasonable to the 
extent that it exceeded a lower commodity rate. 

The Commission has made a number of exceptions to the 
application of its decision in the Arizona Grocery Company 
case, and presumably, although it is not apparent from the 
decision in the case to which you refer, there are facts present 
which bring it within one of these exceptions. The Commis- 
sion states that the defendant pointed out that the rate assailed 
is a class A rate prescribed in Arizona Corporation Commis- 
sion vs. A. E. R. R. Co., 113 I. C. C. 52, for 390 miles between 
points in Arizona, on the one hand, and points in California and 
New Mexico and El Paso, Texas, on the other. The Commis- 
sion, however, makes no comment on this statement. 


Demurrage—Average Agreement—Cars of Separate Consignee 
Unloaded by Owner of Truck in Whose Care Cars Are Con- 
signed 


Ohio.—Question: During the year 1934 we handled a large 
number of cars consigned to the State Relief Administration, 
Cleveland, in care of our yards. We unloaded all of these 
cars and delivered them according to their orders. 

The railroad companies have declined to allow these cars 
to be placed under the average agreement covering cars con- 
signed to this company. Due to the fact that the cars were 
physically unloaded by us, we claim they should be placed 
under the one average agreement. 

We pay no freight on these cars, charges are prepaid to 
our yards. The railroads have presented separate bills, apply- 
ing our cars under the average as agreed upon, but on cars 
for the State Relief they have applied the straight demurrage 
charges. 

The X Demurrage Bureau ruled that where the physical 
unloading of the cars was performed by the owner of the track. 
cars could be placed under the one average agreement, if 
stipulation blank was signed, which we did. 

We would appreciate advice as to your authority relative 
to this matter in order that we may adjust these charges with- 
out delay. 

Answer: Section (G) of Rule 8, the Average Agreement 
Rule of the Uniform Demurrage Tariff, provides that in no case 
shall the cars loaded or unloaded by more than one consignor 
or consignee be combined in one average agreement, except 
that cars consigned, reconsigned or ordered to a _ public -ele- 
vator, warehouse or cotton compress serving various persons 
may be combined in one average agreement. 

There is no exception against the inclusion of cars con- 
signed to one party in care of another party where the cars 
are unloaded by the party in whose care the cars are con- 
signed. 

We have been unable to locate a decision of the Commis- 
sion which relates to this question. There being no provision 
excluding such cars, it would appear that they may be in- 
cjuded in the average agreemént of the party who has un- 
loaded the cars. 


Tariff Interpretation—Application of Intermediate Rule Pro- 
viding for Application of Higher Charge in Either Direc- 
tion Where One of the Rates Is Subject to Emergency 
Charge and the Other Is Not 


Georgia.—Question: Referring to your answer to Missouri 
on page 31, Traffic World of July 6th, 1935, regarding rate to 
apply under intermediate rule in connection with Emergency 
Charge. 

The applicable rate to B, in accordance with the tariff, was 
27c. the rate provided in XYZ RR’s tariff, this being the higher 
of the rates to points on either side of B in accordance with the 
intermediate rule. The tariff of Emergency Charges does 
not enter into the picture until after the line-haul transporta- 
tion charges have been determined in the manner aforesaid, 
this by reason of the Note on the title page of the tariff nam- 
ing rate which reads, “Charges resulting from the rates in 
this tariff are subject to the provisions of Tariff of Emergency 
Charges,” and also Item 5 of Agent Boyd’s I. C. C. A-2277. 

Since the applicable rate of 27c is not subject to the in- 
creases authorized in the latter tariff. it anpears that 27c is 
the lawfully published rate. Certainly this was the lawful 
rate on Oct. 1st, 1933. 

Your further views will be appreciated. 

Answer: Item 5, of Agent Boyd’s I. C. C. A-2277, provides: 
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(a) First ascertain the line-haul transportation charges (hereinafter 
designated as transportation charges), applicable under rates which are 
subject to this tariff; then 

(b) Add to such charges the emergency charge provided in this 
tariff based on the weight on which the transportation charges are as- 
sessed, except as provided in Item 45 (f), Item 50 (c) and (d). (Sub- 
ject to additional emergency charge as per Item 30.) 


It seems apparent, therefore, that you are correct in your 
view that the emergency charge is to be applied after the 
application of the intermediate rule published in the line-haul 
tariff and not prior to the application of the intermediate rule. 


Tariff Interpretation—Application of Tariff Provisions in Con- 
nection With Alternative Rule Rates Applicable Via Routes 
Over Which Through Rates Apply 


Maryland.—Question: As you know, to an ever increas- 
ing extent, freight tariffs are publishing, where special permis- 
sion is granted by the Interstate Commerce Commission, a 
clause providing for the use of the aggregate of intermediates 
where lower than the joint through rate, in some cases the 
clause providing for the application of such aggregate of inter- 
mediates via gateways other than that upon which the com- 
bination is built. 


The foregoing raises the question as to the status of such 
a combination where the rates so constructed are authorized 
to apply via gateways other than those upon which the com- 
bination is made. Is it your understanding, in such instances, 
that the combination rate assumes the nature of a joint through 
rate to the extent that it is governed by the rules and regula- 
tions, including terminal regulations, allowances and transit 
privileges, published in the tariff carrying the joint through 
rate from point of origin to ultimate point of destination which 
ordinarily would apply except for the rule authorizing the use 
of aggregate of intermediate as maximum? 


An expression of your views in the premises would be 
greatly appreciated. 


Answer: We are unable to locate a decision of the Com- 
mission in which the question you present has been considered. 


In so far as the provisions of an alternative rule, which 
merely authorizes the application-of a lower aggregate of in- 
termediates via the route over which the aggregate of inter- 
mediates applies, it does not appear from the decision in Butte 
Fruit & Produce Co. vs. Northern Pacific Railway Co., 171 
I. C. C. 100, that the provisions of the tariff in which the 
alternative rule is published have any application, as under 
the alternative rule the factors of aggregate of intermediates, 
including minimum weights, etc., take the place of the joint 
Shae rate published in the tariff containing the alternative 
rule. 


The holding in California Dressed Beef Co. vs. Atchison, 
T.&S. F. Ry. Co., 128 I. C. C. 607, that it is the full aggregate 
of intermediates, untreated by the combination rule, and the 
statement therein that “it is the alternative rule which specifies 
what rate shall apply in place of the joint rate,” complicates the 
matter, in that the decision seems to tie the aggregate of in- 
termediates up with the aggregate of intermediates rule, in- 
stead of, as the complainants urged, producing the same 
effect as if no joint rates had been published, thereby per- 
mitting of the application of the combination rule. 


Where, however, the alternative rule provides for the use 
of the aggregate of intermediates via all routes over which the 
through rates apply, it would appear that such an alternative 
rule goes considerably beyond the alternative rule previously 
discussed and a different situation is involved, and that as the 
carriers in I. & S. Docket 3876, Combination Rule for Cement, 
196 I. C. C. 483, contended, in effect the alternative rule sets 
up a system of through rates via routes other than the rate- 
making route. 

_ If this be true, then the provisions, to which you refer, 
in the tariff in which the alternative rule is published should 
be applicable in connection with the rate which is authorized 
under the alternative rule. 

Tariff Interpretation—Transit—Transfer of Less Than Carload 


Quantities at Transit Station 


Kansas.—Question: Will you kindly refer to Item 50 of 
Western Trunk Lines Tariff 331, I. C. C. A-2580, and give 
us your interpretation with regard to transfer of tonnage from 
One transit operator to another at the same transit station in 
less than carload quantities? The tonnage transferred being 


portions of carload shipments inbound and applied on out- 
bound carload shipment. 

For example, if we should sell an order consisting of 
10,000 pounds of manufactured feeds to go in a car with an- 
other transit operator of this city, would we be permitted to 
transfer tonnage representative in kind and quantity of the 
ingredients from which the feed was manufactured to the 
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transit operator making the shipment to be applied by him 
with his billing on the outbound carload shipment? 

pa Answer: Item 5 of the tariff to which you refer reads as 
ollows: 


(a) Grain, grain products, seeds and other commodities, carloads, 
as specified in Lists 1 to 10, inclusive, shown in Item 55, paragraph (a), 
where accorded the transit privilege defined herein, by other tariffs sub- 
ject to the provisions hereof, also as provided in paragraph (e), will be 
subject to the rules stated hereinafter. 


Inasmuch as this Item states that grain, grain products, 
seeds and other commodities, in carloads, as specified in Lists 
1 to 10, of Item 55, will be subject to the rules stated there- 
in, this would seem to preclude the transfer of less than car- 
load quantities under Rule 50 of this tariff. 

This interpretation was evidently the basis for the amend- 
ment of Rule 50 in Western Trunk Line Tariff 331-A, Agent 
Kipp’s I. C. C. 2640, by the addition of the clause reading: 
“The foregoing applies to both carload and less than carload 
quantities and is subject to the following conditions.” 


Crimes—Violation of Elkins Act 


Oklahoma.—Question: The Elkins Act states in part: 

“The willful failure upon the part of any carrier subject 
to said acts to file and publish the tariffs or rates and charges 
as required by said acts, or strictly to observe such tariffs 
until changed according to law, shall be a misdemeanor, and 
upon conviction thereof the corporation offending shall be sub- 
ject to a fine of not less than $1,000.00 nor more than $20,000.00 
for each offense * * * Whenever any carrier files with the 
I. C. C. or publishes a particular rate under the provisions of 
the act to regulate commerce or acts mandatory thereof, or 
participates in any rates so filed or published, that rate as 
against such carrier, its officers or agents in any prosecution 
begun under the act shall be conclusively deemed to be the 
legal rate, and any departure from such rate, or any offer 
to depart therefrom, shall be deemed to be an offense under 
this section of this act.” 

Supplement No. 1 to Jones’ Mileage Tariff 7-1, issued by 
the Association of American Railroads, effective Oct. 1st, 1934, 
states: 


Mileage for the use of cars of private ownership will be paid for 
loaded and empty movements to the car owner or to the party who has 
acquired the car or cars, provided cars are properly equipped and 
marked with the assigned reporting marks, and car number and pro- 
vided, further, that the marked capacities and assigned reporting marks 
are properly published in the Official Railway Equipment Register 
ICC-RER-No. 241, issued by G. P. Conard, Agent, and the gallonage 
capacity in Circular 6-V-ICC-A-2297, issued by L. E. Kipp, Agent, sup- 
plements thereto or reissues thereof. 


Since no charge for insertion of private cars in the Equip- 
ment Register is published and the Equipment Register is 
privileged to charge any rate they may desire, is not the Asso- 
ciation of American Railroads, as well as each individual 
railroad, violating the Elkins Act in forcing all private car 
owners to list their cars in the Equipment Register? 

Answer: We see no violation of the Elkins Act on the 
part of the carrier in requiring the listing of cars in the Equip- 
ment Register, in that the charge made for the listing of the 
cars has only an indirect relation, if any, to the charge for 
transporting goods and none whatever, we think, to the allow- 
ance made to the owner of private cars, under the provisions 
of the mileage tariff. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States, in the first eleven 
months of 1935, installed 6,754 new freight cars, according to 
reports received by the Association of American Railroads. In 
the same period last year, 22,951 new freight cars were placed 
7 ves, and, in the same period two years ago, there were 

Thirty-one new steam locomotives and 102 new electric 
locomotives were placed in service in the first eleven months 
of this year. The railroads, in the first eleven months of 1934, 
installed 40 new steam locomotives and 26 new electric loco- 
motives. 

New freight cars on order on December 1 totaled 4,490 com- 
pared with 1,771 on the same day in 1934 and 125 on the same 
day in 1933. 

The railroads on December 1 this year had on order four- 
teen new steam locomotives and three new electric locomotives. 
New steam locomotives on order on December 1, 1934, totaled 
23, and on the same date in 1933, there was one. New electric 
locomotives on order on December 1, 1934, totaled 95. No 
gg are available as to the number on order on December 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 
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Personal Notes 


Marshall J. Loyden has been appointed general agent for 
the Lehigh and Hudson River Railway at Warwick, N. Y. 

Leroy Kramer, vice-president of the American Transporta- 
tion Corporation, was elected first vice-president of that cor- 
poration at a meeting of its board of directors January 6. 
Robert R. Dunn was elected vice-president. 

Paul H. Draver has been appointed traveling freight agent 
for the C. M. St. P. & P. at Kansas City, Mo. 

Robert R. McCord has been appointed assistant to the 
president of the Union Refrigerator Transit Company of Wis- 
consin at Milwaukee. 

Frederick M. Klitz has been appointed general freight 
agent for the Erie Railroad at Cleveland. C. E. Courter has 
been promoted to Mr. Klitz’s old position as chief of the tariff 
bureau. 


The Chicago, Burlington and Quincy has announced the 
following appointments: L. C. Mahoney to be assistant freight 
traffic manager; H. L. Ford to be general freight agent, both 
at Chicago; H. C. Holzbach to be general freight agent at 
Denver, Col. 


L. J. Trexler has been appointed traffic manager for the 
Virginia Central Railway at Richmond, Va. 


John J. Bodenlos, chief clerk to the general passenger 
traffic manager, New York Central, has been promoted to be 
assistant to the general passenger traffic manager at New York. 

James Stillwell, assistant general counsel for the Pennsyl- 
vania Railroad, died at Evanston, Ill., January 4. 


J. V. Lobell has been elected president of the Baltimore 
Export Managers’ Club. Other officers of the club are: Vice- 


president, John B. Adt; secretary, W. Allen Rhode; treasurer, 
Charles Herdman. 


The Mississippi Central has announced the following ap- 
pointments: Morris D. Foster to be general agent at Winston- 
Salem, N. C.; J. Paschal Foster to be commercial agent at 
Winston-Salem, and Franklyn Holt to be traffic representative 
at Birmingham, Ala. 


Lewis W. Boswell has resigned as commissioner and 
Edward Sohm has resigned as treasurer of the Quincy, IIL, 
Freight Bureau. John P. Clear, who was in the audit depart- 
ment of the bureau, has been appointed manager. Miss Louise 
Sullivan has been appointed stenographer. 


Norman S. Menaugh, general superintendent of telegraph 
for the Pennsylvania Railroad, died at his home in Philadel- 
phia Jahuary 2. 

E. F. Ledwidge, traffic manager, Granite City Steel Com- 
pany, Granite City, Ill., has been elected president of the Illinois 
District Traffic League. The league has elected the following 
other officers: First vice-president, Lawrence Farlow, traffic 
manager, Illinois Grain Dealers Association, Bloomington; sec- 
ond vice-president, Les Jones, traffic manager, Premier Pabst 
Corporation, Chicago; secretary-treasurer, M. L. Pieper, traffic 
commissioner, Chamber of Commerce, Springfield, Ill.; mem- 
bers of the board of directors, O. T. Arnold, traffic manager, 
Caterpillar Tractor Company, Peoria; C. S. Bather, traffic man- 
ager, Manufacturers’ and Shippers’ Association, Rockford; C. T. 


Bradford, traffic manager, International Harvester Company, , 


Chicago; T. C. Burwell, vice-president, A. E. Staley Manufac- 
turing Company, Decatur; R. J. Dellinger, traffic manager, 
Western Stoneware Company, Monmouth; A. N. Eastin, traffic 
manager, Walworth and Company, Kewanee; A. R. Ebi, traffic 
manager, Deere and Company, Moline; A. C. Hultgren, traffic 
manager, Shell Petroleum Company, St. Louis, Mo.; J. J. Kil- 
lean, Clinton Corn Syrup Company, Clinton, Iowa; C. C. 
Landers, traffic manager, Hegeler Zinc Company, Danville; 
E. R. McKnight, traffic manager, Western Wheeled Scraper 
Company, Aurora; T. J. McLaughlin, director of traffic, Amer- 
ican Radiator-Standard Sanitary Corporation, Chicago; L. E. 
Muntwyler, general traffic manager, Montgomery Ward and 
Company, Chicago; P. J. Naughton, traffic manager, Associa- 
tion of Commerce, Peoria; A. L. Peterson, traffic manager, 
Central Illinois Public Service Company, Springfield; H. W. 
Shirley, traffic manager, White Hall Stoneware Company, 
White Hall; A. H. Schwietert, acting director of traffic, Asso- 
ciation of Commerce, Chicago, and H. E. Youngren, traffic 
manager, Kewanee Boiler Company, Kewanee. 

At the annual meeting of the Port of New York Authority, 
Frank C. Ferguson was re-elected chairman and Howard S. 
Cullman was re-elected vice-chairman. Other officers, all re- 
elected, were: General manager, John E. Ramsey; general 
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counsel, Julius Henry Cohen; treasurer, William Leary; secre- 
tary, Lawrence J. Keefe; auditor, Marion Rodgers. 

The French Line has announced that Jean Berry, assistant 
passenger traffic manager at New York, has been appointed 
general agent at Washington, replacing Harry Murphy, who 
was appointed assistant passenger traffic manager at New York. 

W. F. Lightbourn has been appointed port agent at New 
York for the Ocean Steamship Company of Savannah to suc- 
ceed J. W. Reilly, who has been transferred to Boston in charge 
of New England traffic. 


Doings of the Traffic Clubs 


George D. Avery, newly elected president of the Traffic 
Club of the Chamber of Commerce 
of New Haven, was born in New 
Haven, Conn., Nov. 18, 1895. He is 
married and has five children. He 
started railroading in 1913 in the 
office of the superintendent of station 
service, N. Y. N. H. & H. R. R., asa 
clerk; later in the same year he was 
transferred to the general freight 
department of that road, where for 
about eight years his duties carried 
him through the various phases of 
rate and tariff work. He also han- 
dled the diversion and reconsignment 
assignment in this office. He was 
employed by the New York Central 
as chief clerk in the New Haven of- 
fice in February, 1922, and was ad- 

vanced to traveling freight agent in July, 1927, which position 
he still holds. He assisted in the formation of the traffic school 
started by the Knights of Columbus in New Haven some years 
ago, and acted as an instructor in the school conducted by the 
Connecticut Manufacturers’ Association. 


William H. Corbin, newly elected president of the Grand 

Rapids Transportation Club, was 

born in Rockford, Ill., but soon went 

to Michigan and spent his early life 

near Ann Arbor. He began his serv- 

ices with the properties that now 

comprise the Pere Marquette Rail- 

way Company in 1887 and has been 

in that service since, without once 

breaking his record to enter any 

other occupation. His first position 

with the company was as operator at 

St. Joseph, Mich., where he remained 

for one and one-half years, when he 

went to Grand Rapids to accept a 

position as foreign bill clerk and 

operator, which position he held for 

several years, then being promoted 

tp the position of chief clerk to the 

general agent, and on September 1, 1909, he was appointed 
traffic representative, in which capacity he still serves. 


The Traffic Club of Galveston will hold an educational 
session at the Chamber of Commerce January 20. There will 
be discussions of rate adjustment procedure, consignors’ lia- 
bility and rates on agricultural implements led by P. N. 
Haskell, W. T. Hempel and E. C. Poplar. E. R. Anders is 
chairman of the educational committee in charge. 


The executive committee of the Associated Traffic Clubs of 
America, with Mr. Fitzwilson, of New Orleans, met in Chicago 
January 7 to make plans for the convention of the association 
to be held in New Orleans April 28 and 29, with a meeting of 
the board of directors, Monday, April 27. It was decided to 
give two days to the convention with a program both morning 
and afternoon each day, the banquet to be held at the Roose- 
velt Hotel the evening of the first day. Thursday will be given 
over to entertainment after the convention, though the local 
club is also arranging for the entertainment of visiting ladies, 
other than delegates, at the time of the convention sessions. 
The afternoon of the second day, Wednesday, will be devoted 
to an open forum discussion of club problems and association 
activities. The executive committee, to which was referred the 
report of the committee on professionization of the business of 
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hile tc Mater 

...our fast freights 
provide 

OVERNIGHT SERVICE 


between 
its busy cities! 


IME saved is money saved! 
That’s why business men 
travel on the 20th Century Limited. 
That’s why shippers take advan- 
tage of New York Central’s fast 
overnight freight schedules. 
While the nation sleeps, this 
time and money-saving service is 
in operation each night, on car- 
load and less-than-carload freight, 
between important centers on the 
System. Merchandise shipped at 
the end of one day reaches its des- 
tination at the start of the next. 
Trains NB-1, The Buffalo Mer- 
chandiser, and BN-2, The New 
York Merchandiser, fastest freight 
trains in the world and leaders of 
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New York Central’s great fleet of 
fast freights, furnish overnight de- 
livery on less-than-carload freight 
between New York State’s princi- 
pal cities. This service is supple- 
mented by overnight delivery of 
carload freight from the New 
York Metropolitan area to 
Syracuse, Rochester, Buffalo and 
Niagara Falls in train WB-3 from 
Weehawken. 

Other typical New York Cen- 
tral overnight freight services are 
now offered in both directions 
between New York and Pittsfield, 
Springfield, Worcester and Bos- 
ton; between Detroit and Buffalo, 
Cleveland, Chicago, Cincinnati 
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and Indianapolis; between Chicago 
and Cleveland, Cincinnati and 
St. Louis. Equally dependable 
services are also in effect between 
many other points in the territory 
served by New York Central. 

In addition, fast freight trains 
are operated daily in both direc- 
tions providing second afternoon 
or third morning delivery between 
the Atlantic Seaboard and the 
Mississippi Valley and first morn- 
ing delivery between the Ohio 
Valley and.the Great Lakes, 
covering all important industrial 
centers, with complementary 
schedules serving the entire in- 
termediate territory. 


The nearest New York Central System Freight Traffic Representative will be glad to furnish you with 
complete information concerning both overnight and long-distance freight schedules and other services. 
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traffic management, with power to act as to the matter of 
ascertaining the attitude of other organizations toward the 
plan, sent the matter back to the board of directors without 
action, on the theory that it would be better to wait, in ascer- 
taining the attitude of other organizations, until the association 
itself had taken action, if it should decide to take action. It 
was decided to have no welcoming addresses at the convention 
sessions other than one by the president of the local club. 





Z. G. Hopkins, special representative, Western Railway 
Committee on Public Relations, will speak on the Pettengill Bill 
at a luncheon meeting of the Milwaukee Traffic Ciub at the 
Wisconsin Hotel January 13. 





R. V. Fletcher, vice-president and general counsel of the 
Association of American Railroads, Washington, D. C., will 
speak on “The Place of the Railroad in the Feld of Transpor- 
tation” at the annual banquet of the York, Pa., Traffic Club 
at the Hotel Yorktowne January 16. The Rev. G. H. Seidel, 
Manheim, Pa., will speak on “Service.” 





The Pacific Traffic Association will hold a meeting at the 
Palace Hotel, San Francisco, January 14, at which motion pic- 
tures of important football games of the season just closed will 
be shown. John J. Parker, president of the association, has 
announced the following appointments to committee chairman- 
ships: Aviation, Warren Burke; contact, Charles K. Faye; edu- 
cation, N. E. Keller; entertainment, Frank Herberth, Jr., 
finance and auditing, Rudolph LIlling; foreign trade, W. R. 
Gerini; highway transportation and rates, L. B. Raymond; in- 
dustrial, R. C. Fels; legislation, Walter A. Rohde; membership, 
Harry G. Adam; publicity, M. J. McCarthy; railroad, Austin 
Gibbons; reception, G. R. Shelton; speakers and papers, Sher- 
man K. Burke, and steamship, Louis N. Chambreau. 





Roger D. Lapham, president, American-Hawaiian Steam- 
ship Company, will speak on “Present Problems of the Amer- 
ican Shipowner” at a meeting of the Women’s Traffic Club of 
San Francisco at the Western Women’s Club January 16. 





The Traffic Club of Chicago will hold an air transportation 
luncheon at the Palmer House January 14. The speaker will 
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be E. V. Rickenbacker, well known wartime aviator and 
authority on air transportation. Merrill C. Meigs, chairman, 
aeronautics commission of Chicago, will extend a welcome to 
the transport division of the Aeronautical Chamber of Com- 
merce, which recently moved its headquarters from Washing- 
ton, D. C., to Chicago. Floyd Young, director, Lincoln Park 
Zoo, will be on hand to accept an addition to his collection of 
animals which will be brought by air to Chicago for the occa- 
sion. United Airline stewardesses will act as ushers. The affair 
is being arranged by the club’s public affairs committee of 
which A. H. Schwietert is chairman. On January 18 the club 
will hold a cabaret dinner dance and floor show at the Palmer 
House under the direction of the indoor entertainment com- 
mittee, Ed Hines, chairman. 





The Traffic Club of New York will hold a luncheon forum 
meeting on January 15 at the Hotel Biltmore at 12:15 P. M. 
The speaker, Charles S. Belsterling, vice-president of the 
United States Steel Corporation, will address the club on the 
subject: “Federal Regulation of Transportation.” 





The New York City Association of Passenger and Ticket 
Agents will hold its annual meeting and election of officers 
on January 13 at the Hotel New Yorker. The association will 
hold its annual banquet at the New Yorker on February 8 





Walter Bockstahler, vice-president, Transportation Asso- 
ciation of America, will be the speaker at a dinner meeting 
of the Transportation Club of Louisville January 21. Among 
the guests will be Sir Moore, Ballesgea, Ireland, and Baron 
ere or Braunsch, Bremen, Germany. New officers will be 
installed. 





More than 200 attended the annual dinner dance of the 
Traffic Club of Salt Lake City at the Hotel Utah. There were 
favors and a floor show. The affair was under the direction of 
R. O. Burkhardt. E. F. Eardley acted as master of ceremonies. 





Harry Tipper, vice-president, American Manufacturers’ 
Export Association, spoke on “Constructive Results of Re- 
ciprocal Trade Treaties” at a meeting of the Traffic Club of 
Newark at the Chamber of Commerce Auditorium January 6. 


GREAT NORTHERN RAILWAY 
FREIGHT SERVICE: FAST, DEPENDABLE 


@ Between ST. PAUL, MINNEAPOLIS, DULUTH, WINNIPEG, 
BUTTE, GREAT FALLS, HELENA, BILLINGS, PORTLAND, 
SEATTLE, TACOMA, SPOKANE, KLAMATH FALLS, SACRA- 
MENTO, OAKLAND, SAN FRANCISCO, VANCOUVER and 
VICTORIA, B. C., and Intermediate Points. 


TRAVEL SERVICE: CLEAN, COMFORTABLE 


@ LOW WINTER EXCURSION FARES...NOW... via the 
SCENIC GLACIER PARK ROUTE between CHICAGO, TWIN 
CITIES, SPOKANE, TACOMA, PORTLAND—other NORTH- 
WEST CITIES—and CALIFORNIA..,on the AIR-CONDITIONED 
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THE MODERN WAY OF HANDLING FREIGHT 


Port Covington Terminal, Baltimore, Md. 


Tiering tractors result in efficient handling. 


WESTERN MARYLAND 
RAILWAY COMPANY 


BALTIMORE, MARYLAND 


Short Line from the West to Tidewater 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


Central Freight Association Decket 

Central Freight Association Hearings 

Central Freight Association Coal, Coke & Iren Ore Decket 
Eastern Commodity Rate Revision Cemmittee Hearings 
Illinois Freight Associatien Docket 

Natienal Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Decket 

New England Freight Association Docket 

New England Freight Association Hearings 

10. Southern Freight Association Docket 

11. Southern Freight Association Dispositions 

12. Seuthern Freight Association Coal & Coke Committee Docket 
18. Southern Perts Foreign Freight Committee Docket 

14. Southwestern Freight Bureau Docket 

15. Southwestern Freight Bureau Hearings 

16. Texas-Louisiana Tariff Bureau Docket 

17. Transcentinental Freight Bureau Applications 

18. Transcontinental Freight Bureau Dispositions 

19. Trunk Line Association Decket 

26. Trunk Line Association Hearings 

21. Trunk Line Coal & Coke Committee Docket 

22. Trunk Line Coal & Coke Committee Hearings 

23. Western Trunk Line Docket 

24. Western Trunk Line Hearings 

25. Western Trunk Line Dispositiens 

26. Joint Hearings of Rate Committees 

27. Fourth Sectien Applications 

28. Fourth Section Orders 

29. Sixth Section Applications 

30. Sixth Section Permissions 

31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the 1. C. C. 

33. Investigation and Suspension Orders 

34. Suspension Orders Vacated 

35. Released Rate Orders 

36. Express Tariffs Filed with the 1. C. C. 

37. Shipping Board Bureau Tariffs—Intercoastal 

38. Shipping Board Bureau Tariffs—Other than Interceastal 
39. Shipping Board Bureau Short Netice Applications 

40. Shipping Board Bureau Short Netice Permissions 

41. Shipping Board Bureau Suspension Orders 

42. Shipping Board Bureau Orders Vacating Suspension 

43. Tariffs Returned by the Shipping Board Bureau 

44. Consolidated Classification Decket 

45. Express Classification Decket 

46. Adeption Notices 

47. Address ef Railreads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Medifications and Cancellations 











oan a es © he 
ee = 2 Se ee US 










































And similar information with respect to truck 
transportation as soon as the new motor carrier 
regulation law becomes effective. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market S1., Chicago 
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The club will hold a traffic forum January 13 at the Newark 
Athletic Club at which the subject for discussion will be the 
fourth section. The annual dinner of the club will be held at 
the Newark Athletic Club January 30. There will be a pro- 
gram of entertainment but no speaker. 





The traffic committee of the Metropolitan Traffic Associa- 
tion of New York, D. J. Mullane, chairman, was in charge of 
an educational meeting of the association at the Midston House 
January 9. Charles E. Cotterell, commerce attorney, was the 
speaker. His subject was “The Motor Carrier Act.” 





M. Edward Kienappel, general agent, Matson Navigation 
Company, Chicago, will speak on the Hawaiian Islands at a 
dinner meeting of the Transportation Club of Decatur at the 
Hotel Orlando January 14. 





The Oklahoma City Transportation Club held a luncheon 
meeting at the Huckins Hotel January 6. The meeting was 
confined to business. 





S. J. Witt, freight traffic manager, Nickel Plate, Cleve- 
land, will speak on “Rate Legislation Procedure before Carrier 
Rate Making Bodies,” at a forum meeting of the Motor City 
Traffic Club of Detroit January 13. Another forum session 
will be held January 27 at which C. D. Bordelon, general 
freight agent, Missouri Pacific, St. Louis, will speak on “The 
Southwestern Class Rate Case.” The annual dinner of the club 
will be held at the Hotel Statler January 20. W. J. Cameron, 
Ford Motor Company, will be the speaker, and Kenneth A. 
Moore, Automobile Manufacturers’ Association, will be toast- 
master. 





The annual meeting and election of officers of the Cincin- 
nati Traffic Club will be held at the Hotel Gibson January 25. 
The business meeting will be followed by a stag party. The 
annual dinner of the club will be held February 11 at the 
Netherland Plaza Hotel. Powell Crosley, president, Crosley 
Radio Corporation and president of the Cincinnati base ball 
club, will be the speaker. Russell Wilson, mayor of Cincinnati, 
will be toastmaster. 





The Junior Traffic Club of Chicago will hold a dinner and 
entertainment for members only at the Auditorium Hotel Janu- 
ary 16. W. P. Whalen, chairman of the program and enter- 
tainment committee, is in charge. Donald D. Conn, executive 
vice-president, Transportation Association of America, was the 
speaker at a meeting at the Palmer House January 9. 





The annual dinner dance of the Traffic Club of Jersey C%y 
will be held at the Hotel Plaza February 1. 





The Traffic Club of Minneapolis observed state bar asso- 
ciation day at a luncheon meeting at the Nicollet Hotel January 
9. L. B. Byard, president, Minnesota State Bar Association, 
spoke on “The Work of the State Bar Association in the Public 
Interest.” The club will hold a dance and keno party at the 
Nicollet Hotel January 20. 





/ Oliver P. Caldwell, freight traffic manager, Luckenbach 
Steamship Company, will speak on “Intercoastal Gossip” at a 
dinner meeting of the Women’s Traffic Club of Greater New 
York at the George Washington Hotel January 14. There 
will be a program of entertainment. 





The tenth annual dinner of the Railway Business Women’s 
Association of Cleveland will be held at the Hotel Cleveland 
January 18. The speaker will be R. S. Henry, assistant to the 
president, Association of American Railroads, Washington, 
D. C. Brief addresses will be made by Harold H. Burton, 
mayor of Cleveland, and Fleronce E. Allen, judge of the 
United States Court of Appeals. An informal reception and 
luncheon will be held at Halle’s restaurant in the afternoon for 
out-of-town guests, and another luncheon will be held at the 
Hotel Cleveland January 19. 





The present national administration, although ostensibly ad- 
vocating equalization of transportation regulation, has, in fact, 
greatly increased the operating expenses of the railways by its 
policies of advancing wages and prices, said S. O. Dunn, editor, 
Railway Age, in a speech at a luncheon meeting of the Bir- 
mingham Traffic and Transportation Club at the Thomas Jeffer- 
son Hotel January 9. Not a little of the tendency toward gov- 
ernment ownership of railroads has its origin among business 
men themselves, he added, because they advocate the appli- 
cation of principles toward the railroads they would consider 
socialistic when applied to their own businesses. He pointed 
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Have You Read 


All of These Books? 


Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 
Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 


Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 
Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 
Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 
Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-motor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 
Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 


Complete Get OF Ai MAND. oc cc ccc ccccccccseces $2.75 


Selling Railroad Service, by Charles E. Parks 


Twenty-six practical and inspirational sales lectures 
covering freight and passenger solicitation, how to lo- 
cate prospects, how to get an interview, strategy to 
use in talking to prospects, how to handle excuses and 
overcome objections, personality in railroad selling. 
Complete with durable three-ring fabrikoid loose leaf 
binder, 7 inches by 10 inches, $3.00. (Special combina- 
sees for all books listed in this advertisement, 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 


The Trafic World 


Ce 


PORT 
ALBANY 
Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. . 


Channel—27 ft. deep; in unobstructed tidal river. 
Docke—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator— 13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Route LCL shipments vie 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Eighth Ave., 
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out that business interests were “still promoting construction 

of more waterways and commercial highways .. . intended” 
solely to subsidize those promoting them at the expense of” 
all the taxpayers.” He said that improvements in railway ~ 
earnings in recent months had been encouraging, but that no 
industry could reasonably be expected to restore its earning © 
capacity “under all the adverse influences to which the rail- — 
roads are being subjected by organized labor, organized busi- 

ness and the government policies which both business and 

labor have got adopted in their supposed selfish interests.” © 
He said business interests were blind because they refused to ~ 
see that their policies of continued restriction of railroads was — 
to their own detriment instead of, as they supposed, to their — 
own interest. 


The Traffic Club of Denver held a dinner meeting at the © 
Daniels and Fisher tea room January 10. Ernest Fenwick Hall, * 
traveler and lecturer, spoke on “Under the Northern Lights.” 


The Women’s Traffic Club of Los Angeles held a meeting 
at the Pacific Electric building January 8. Evelyn Reynolds 
spoke on Modern Warehousing. After the business session 7 
those attending attended a broadcast at radio station KFI. — 


The Transportation Club of Des Moines and the Trans- 
portation Club of Louisville have ratified the resolutions dis- 
approving the Wagner bill adopted at the Indianapolis meet- 
ing of the Associated Traffic Clubs of America. 


The Traffic Club of Wichita, Kan., will hold an installa- 
tion dinner at the Innes Tea Room January 16. The following 
new officers will be installed: President, Jim Alvis; first vice- 
president, Bob Moody; second vice-president, Jim Lee; secre- 
tary-treasurer, Bob Young; directors, Hillarty Watts, York 
Sparrow, Harold Shaw and Harold Byerly. 


The Traffic Club of Fort Worth observed past presidents’ 
day at a luncheon meeting at the Texas Hotel January 6. The 
following new officers were installed at the meeting: Presi- 
dent, S. A. Justin, secretary-treasurer, Juston Boot and Shoe 
Manufacturing Company; first vice-president, E. M. Sones, 
commercial agent, Southern Steamship Company; second vice- 
president, Bess Anderson, traffic manager, Axtell Company; 
secretary-treasurer, D. H. B. Todd, freight claim agent, Fort 
Worth and Denver City Railway; members of the board of 
governors, J. A. McCaul, general agent, Texas and Pacific; 
J. C. Williams, purchasing agent, Lone Star Gas Company; 
C. S. Edmonds, general freight agent, Fort Worth and Denver 
City; N. E. McKillip, assistant traffic manager, Montgomery 
Ward and Company; N. W. Peterson, traffic manager, Sinclair © 
Refining Company. 

The annual dinner of the Women’s Traffic Club of Metro- 
politan St. Louis will be held at the Sayman Town Club Janu- 
ary 16. Officers will be elected. 


The Traffic Club of Galveston will observe foreign trade 
day at a luncheon meeting at the Jean Lafitte Hotel January 13. 
i: F. Marullo, export manager, Texas Star Flour Mills, will 

ak on “The Application of Restrictions to Foreign Trade.” 
The club will vote on a resolution to change its name to the 
Traffic and Foreign Trade Club of Galveston. There will be a 
program of entertainment. 


BOHMAN HEADS COMMITTEE 


President W. R. Scott of the National Industrial Traffic 
League has appointed R. F. Bohman, general traffic manager, 
Heywood-Wakefield Company, Gardner, Mass., to be chairman 
of the League’s new national committee for the prevention of 
government ownership organized under resolutions adopted at 
the annual meeting of the League in November in Chicago (see 
Traffic World, November 23, 1935, p. 898). 


TRANSPORT ASSOCIATION BOARD MEETING 


The place for the meeting of the board of directors of the 
Transportation Association of America, originally announced 
for January 14 at the Palmer House, Chicago (see Traffic 
World, December 21, 1935, p. 1063), has been changed to the 
Union League Club. The date has not been changed. 


ASSISTANT SECRETARY GILLIS ILL 


Secretary McGinty has issued a notice saying that in the 
absence of Thomas A. Gillis, assistant secretary to the com- 
mission, due to illness, Arja Morgan, chief of the Bureau of 
Informal Cases, will assume the duties of and act as assistant 
secretary. Assistant Secretary Gillis’ health has not been good 
for several months. 
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STARRETT LEHIGH 
BUILDING 





bak Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


iT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 

® Live steam for manufacturing purposes. 
® Fast passenger elevators. 

® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 
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Digest of New Complaints 





No. 27261, Baker Produce Corporation et al., Norfolk, Va., vs. Nor- 
folk Southern. 

Rates, potatoes, points in North Carolina to destinations, Md., 
N. J., Pa., N. Y., R. I., Conn., Mass., Me., Va., W. Va., and the 
District of Columbia, in violation of section 1. Ask reparation, 
(L. M. Norman, t. m., 63 Roanoke Ave., Norfolk, Va.) 

No. 27262, American Agricultural Chemical Co. et al.; New York, vs. 
Aberdeen & Rockfish et al. 

Rates, phosphate rock, points in Tennessee and/or Florida, to 
their plants in the southeastern states in violation of section 3, 
the undue preference alleged being for phosphatic sand in bulk; 
rates, superphosphate and/or mixed fertilizers from their plants 
in southeastern states to points in the southeastern states except 
Florida, in violation of section 3, the undue preference alleged 
being for traffic in phosphatic sand, in packages. Ask new rates. 
(A. J. Whitman, t. m., American Agricultural Chemical Co.; Paul 
E. Blanchard, atty., Armour Fertilizer Works; J. H. Hunt, t. m., 
Catawba Fertilizer Co., Hartsville Fertilizer Co., International 
Agricultural Corporation, and Seacoast Fertilizer Co.; P. L. Wood- 
ard, pres., Contentnea Guano Co.; C. B. Clay, pres., Cotton States 
Fertilizer Co.; J. Ross Hanahan, pres., Planters Fertilizer & Phos- 
phate Co.; F. D. Porter, t. m., Southern Agricultural Chemical 
Corporation; R. D. Rynder, atty., Swift & Co. Fertilizer Works; 
and T. A. Bosley, t. m., Virginia-Carolina Chemical Corporation.) 

No. 27263, Cleveland Twist Drill Co., Cleveland, O., vs. C. B. & Q. et al. 

Unreasonable rates, sand, Ottawa, Ill., to Cleveland, O. Asks 
cease and desist order and reparation. (L. V. Brandt, Stationery 
Mart Building, Chicago, Ill.) 

No. 27264, Neenah Paper Co., Neenah, Wis., vs. C. & N. W. et al. 

Rates in violation sections 1 and 6, sulphate of alumina, Natrona, 
Pa., to Neenah, Wis. Asks reparation. (J. E. Bryan, 28 E. Jack- 
son Blvd., Chicago, Ill.) 

No. 27265, A. H. Heisey & Co., Newark, O., vs. C. B. & Q. et al. 

Rates, sand, Wedron, Ill., and Mapleton, Pa., to Newark, O., in 
violation of section 1. Asks new rates and reparation. (L. V. 
Brandt, practitioner, 328 South Jefferson St., Chicago, Ill.) 





Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


January 13—Muskegon, Mich.—U. S. Court Rooms—Examiner Armes: 
27186—Greater Muskegon Chamber of Commerce (for the Central 
Paper Co.) vs. Pere Marquette et al. 


January 13—Schenectady, N. Y.—Federal Bldg.—Examiner Macomber: 
27148 and sub. Nos. 1, 2, 3 and 4—Buff Fuel & Oil Corporation et al. 
vs. D. & H. et al. 
January 13—Memphis, Tenn.—Peabody Hotel—Examiner J. E. Smith: 
Fourth Section Appl. 16104—Fuel and gas oil to Memphis, Tenn. 


January 14—Chicago, Ill.—Sherman Hotel—Examiner Worthington: 
27018—Belt R. R. & Stockyard Co. vs. Alton. 
27149—Chicago Livestock Exchange vs. Alton. 
27216—Louisville Live Stock Exchange et al. vs. Alton et al. 
27228—Nashville Live Stock Exchange et al. vs. Alton et al. 
January 15—Washington, D. C.—Argument: 
20769—In re refrigeration charges on fruits, vegetables, berries and 
melons from the west. 


January 15—New Orleans, La.—St. Charles Hotel—Examiner J. Edgat 
Smith: 


Fourth Section Application No. 16063—Paint material to New Or 
leans, La., and Mobile, Ala.—Filed by Roy Pope. 

Fourth Section Application No. 16088—Sulphur, crude, carload, from 
Barba, La., and points in Texas to Cleveland adn Toledo, O., and 
points in Mich.-—Filed by F. A. Leland and B. T. Jones. 

January 15—Milwaukee, Wis.—Hotel Wisconsin—Examiner Armes: . 

27106, 27223, 27192—Connor Lumber & Land Co. vs. Ann Arbor et al. 


January 15—New York, N. Y.—Hotel Pennsylvania—Examiner Ma- 
comber: 
26595 and Sub. Nos. 1 and 2—Socony-Vacuum Oil Co., Inc. VS. 
Lehigh Valley et al. 
January 16—New York, N. Y.—Hotel Pennsylvania—Examiner Ma- 
comber: 
27191—United Wall Paper Factories, Inc., vs. Central of Georgia ¢ 
al. 
27200—Standard Gas Equipment Corporation vs. C. B. & Q. et al. 
January 16—New Orleans, La.—St. Charles Hotel—Examiner Smith: 
Fourth Section Application No. 16111—Switching at New Orleans, 
La.—Filed by T. & N. O. 


January 17—San Francisco, Calif.—Room 237 Merchants Exchange— 
Examiner Griffin: 
27159—Washington Pulp & Paper Corporation vs. S. P. et al. 
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For service or attention, call on or write to any 
Union Pacific representative, or address 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 
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Year Ago- 


The FAMOUS 





fet the Pee forthe World 


CHICAGO — ST. PAUL— MINNEAPOLIS 


January 2nd was the first birthday of this big, 
luxurious train that established the fastest long 
distance run in the world, 400 miles ... 400 
minutes—and later reduced the time between 
Chicago and the Twin Cities to 614 hours. 


Also, this year marks the 100th Anniversary of 
the chartering of the tiny road that was to become 
the great “North Western” of today. 


And this year you will see other improvements, 


TRAVEL 


and SHIP as dramatican far-reaching as the ““400” in their 
by RAIL 


influence on all rail transportation. 
Schedule of the “400” 


10:00 p. m. Ar. St. Paul Lv. 3:30 p.m. 
10:30 p.m. Ar. MinneapolisLy. 3:00 p. m. 


COMPLETELY AIR-CONDITIONED—NO EXTRA FARE 


R. THOMSON, Passenger Traffic Manayer 
400 W. Madison St., Chicago, Ill. 2441 


CHICAGO & NORTH WESTERN RY. 














TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 







Interstate Commerce and State Commission Cases and 
and Statistical Analyses Commerce 


815 Mills Bidg. 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Consulting Engineer, Statistical and 
Accounting Analyst. 

Studies of Operating Costs and Traffic. 
Accounting and Statistical Matters. 
Valuation of Railreads 
and Other Transportation Agencies. 
644 Transpertation Bidg. Washington, D. C. 


es 
(SOROSSSESSSSSSSSSSSSSSSHSSSSSHSSEHSHESSSSASSSERSSHSSSSSSSSSSSSSSSSEEESEESEEEeEEEEeSS. 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 






Practicing Successer to Keene & Ames 
Formerly Atterney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


INTERSTATE 
COMMERCE 
COMMISSION 


De 4 


7 


The Traffic World 


27152, 27151, 27092—National Paper Products Co. vs. Trona Ry. et al. 
27153, 27154, 27155—Rainier Pulp & Paper Co. vs. Port Townsend 
Southern Railroad Co. et al. 


January 17—Minneapolis, Minn.—Hotel Nicollet—Examiner Armes: 
27229—Butler Bros., Inc., vs. A. T. & S. F. et al. 


January 17—New York, N. Y.—Hotel Pennsylvania—Examiner Ma- 
comber: 
27220—Norge Corporation vs. Long Island Railroad Co. 
January 17—Bath, N. Y.—McDonnell Hotel—Examiner R. R. Molster: 
* Finance No. 10919—Application of Bath & Hammondsport Railroad 
Co. for permission to abandon its entire line of railroad in Steu- 
ben county, N. Y. 


January 18—Washington, D. C.—Argument: 
American Fruit Growers, Inc., et al. vs. A. C. & Y. et al. 
January 18—Minneapolis, Minn.—Nicollet Hotel—Examiner Armes: 
Fourth Section Application No. 14765—Coal from Illinois, Indiana 
and Kentucky—Filed by R. A. Sperry. 
January 20—Washington, D. C.—Argument: 
Fourth Section Application 15834—Automobiles and chassis from 
points in Michigan to Chicago, Il. 
26720 and Sub. No. 1—W. H. Bintz Co. et al. vs. A. & S. et al. 
Finance No. 10616—A. T. & S. F. abandonment. 


January 20—Washington, D. C.: 
Air Mail Docket No. 13—In the matter of fair and reasonable rates 
for air mail routes Nos. 9 and 15, operated by Braniff Airways, Inc. 


January 20—San Francisco, Calif.—Merchants Exchange, Room 237— 
Examiner Griffin: 

27196, 27156, 27158, 27157—Crown Williamette Paper Co. vs. S. P. 
et al. 

January 20—Johnson City, Tenn.—Federal Bldg.—Railroad and Public 
Utilities Commission of Tennessee: 

Finance No. 10954—Application of Southern Railway Co. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of its Embreeville branch extending from Embreeville Junc- 
tion to Embreeville, Tenn. 

January 20—Chicago, Ill.—Sherman Hotel—Examiner H. B. Armes: 

Fourth Section Application No. 16039—Fresh meats and packing 
house products to the southwest—Filed by F. A. Leland. 

January 20—Jacksonville, Fla.—Mayflower Hotel—Examiner Smith: 

Fourth Section Application No. 16062—Coffee from New Orleans, 
La.—Filed by J. E. Tilford and Roy Pope. 

January 20—New York, N. Y.—Pennsylvania Hotel—Examiner Ma- 
comber: 

1. & S. 4164—Fresh fish packed in ice in official territory. 

January 20—Jamestown, N. Y.—Federal Bldg.—Examiner R. R. Molster: 

Finance No. 10564—J. W. & N. R. R. abandonment. 

Finance No. 10574—Erie R. R. acquisition. 





I. C. C. ACCIDENT BULLETIN 


The Commission has issued “Accident Bulletin No. 103” 
containing a summary and analysis of accidents on steam rail- 
ways in the United States subject to the interstate commerce 
act for the calendar year 1934. Copies may be obtained for 
15 cents each from the Superintendent of Documents, Wash- 
ington, D. C. 


HIAWATHA FIGURES RAISED 


The C. M. St. P. & P. has issued a corrected statement of 
the number of passengers carried by the Hiawatha between 
May 29 and December 31, 1935 (see Traffic World, January 4, 
p. 36). As originally stated, the figure was 138,866. Recheck- 
ing, the statement said, showed that 140,390 passengers used 
the train in the period stated. 


} CANADIAN LEAGUE MEETING 


The annual meeting of the Canadian Industrial Traffic 
League will be held at the Windsor Hotel, Montreal, Janaury 
23, with the annual banquet in the same hotel in the evening. 
The —— at the banquet will be Hugh Guthrie, P. C., K. 
C, ae. a 


BENSON ON I. C. COMMITTEE 


Senator Benson, of Minnesota, appointed to succeed the 
late Senator Schall, has been assigned to the committee on 
interstate commerce. 





SN 

TRAFFIC EXECUTIVE possessing unusual qualifications founded 
upon extensive training and knowledge of transportation in general, 
desires position in industrial, civic or regulatory fleld. Activated by 
genuine motive in endeavor to secure change from present pursuit 
to one affording permanency and progressive future. Write Box FB-1, 
care of Traffic World, 418 South Market Street, Chicago. 


Merehandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


:>CROOKS TERMINAL WAREHOUSES; 
: Storage and Distributing of Merchandise of Every Description 





; 
H 
Hy 
; 
. 
s 
. 
= 
= 
e 
: 
os 
s 
* 
2 
<< 
: 
: 
» 
a 
™ 
s 
° 
. 
* 
: 
7 
= 
* 
= 
~ 





Vol, LVII, No. 2 


TH 


Copyri 


E.F | 


ax 
~> 


EDI’ 


CUR 


DEC 


a) 


PRO 


MIS 


IND 


AIR 


THE 


WA’ 


QUE 


MO" 


DIG! 


PER 





No. 2 





y. et al. 
ownsend 


rmes : 


ner Ma- 


Molster: 
Railroad 
in Steu- 


et al. 


rmes : 
Indiana 


sis from 


al. 


ble rates 
rays, Inc. 
om 237— 


s. 8. P. 
id Public 


or a cer- 
abandon- 
ie Junc- 


rmes: 
packing 


smith: 
Orleans, 


iner Ma- 


Molster: 


Yo. 103” 
am rail- 
ymmerce 
ined for 
3; Wash- 


ment of 
between 
nuary 4, 
Recheck- 
ers used 


1 Traffic 
Janaury 
evening. 
P. <.; ie 


ceed the 
nittee on 








s founded 
n general, 
tivated by 
nt pursuit 
Box FB-1, 








fe 


= 
® 


JSES 


: 


SSS Phe Trafic Warld 


THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


THE TRAFFIC SERVICE CORPORATION 


Copyright 1936 Twenty-ninth Year 





E. F HAMM, Jr., President and Treasurer. 





H. A. PALMER, Editor and Manager. J. H. SWEET, Circulation Manager 
R. R. LETHEM, Manager, Special Service Department, A. E. HEISS, Chief, 
Washington, D. C Washington News Bureau. 


Advertising Department—J. B. COX, R. W. CLASSEN, E. M. JOHNSON. 





418 S. Market Street 
CHICAGO, ILL. 


708 Earle Bldg. 
WASHINGTON, D. C. 





TABLE OF CONTENTS 


RS eee eee eee te ee gre rey eee rer) rer 93 


GURRENT TOPICS IN WASHINGTON... ..5...5 6c. ccsccescccccsess. 


DECISIONS OF THE COMMISSION 


Class rates in Mo., Kan. and IIl.; fourth sect. aps. 15441, 15501.. 97 


Consolidated Southwestern Cases; Nos. 13535, 14880, etc.; 211 
eit: Minny SE, aio Maya Wins <IRSialy Ge .acg's Alb Wk oo» EO bee a ekice duster 97 


Consolidated Southwestern Cases; No. 14880 and 15463 and I. and 


S. 2097 and 2271; No. 23557; I. and S. 2097, 2271; Nos. 

23557 and 26133; 211 I. C. C., 601-638; ocean-rail rates......... 98 
Georgia fertilizer and materials rates; No. 26950................. 100 
Livestock, loading and unloading charges on; I. and S. 4120....100 
Emergency freight charges in Georgia; No. 26992................ 100 


Lehigh Stone Co. vs. B. and O. et al.; No. 21894; sand, gravel 
and stone 

Sussex Milk and Cream Co., Inc., vs. Erie et al.; No. 26949; ice.101 

Tobacco to Dallas and Ft. Worth, Tex.; fourth sect. aps. 15628, 


BEES owe dhacs <aevcwa nc oxnsesmetsc POURS Contes <a bbs ahs 4ee Pees 101 
Southwestern Interstate Coal Operators’ Assn. et al. vs. Ark. 
ee (iy Waa sR. ES + AMMEN 9 5 bn o's cisieeceweneae Sa@ih esamew 101 
Denver Fire Clay Co. vs. A. T. and S. F. et al.; No. 26813; 
Are oe re ne Pera ee Pe tee tore Sr ee 101 
Coal from Bucksport, Me.; fourth sect. ap. 15970............... 101 
Transcontinental and Western Air, Inc., San Francisco operation; 
eet We Ge FRG Bi x ons o's acc opas unt cee pehdheahe Cobia oee 116 
Bs ay Be ee Se at on eee lee meer 
MISCELLANEOUS TRAFFIC DECISIONS .................-22000+--107 
INDUSTRIAL TRAFFIC MANAGEMENT—Article No. 15........... 111 
Se, RPEPNEE IN U RIE 5-00 ag 0:65'p cu dina. e bedje oa4 50.0 GhGehe eee eee 113 
rr a: ss rce cout aclew 3 Gaecteus Se ek bed ae eae 117 
DEEL. CURMRAMIEIIN TATION: cs aces swiss cdecvsesardecb es oboe cebies 118 
nO, RMN UI a 2 5s aca cinsin din ip tibia cio he's aiainlsiatn be eae 
MOTOR VEHICLE TRANSPORTATION...............000000000004-127 
ee ane RANIWE CONIFER RUNUT Docs occ cdc ewance died dc vsevacsuevia 131 
ene SOME ARI GOTEG. «0.0... cc occ Sack cc ie ce ccd veweda 132 
DOINGS OF THE TRAFFIC CLUBS.................0 cc cccee ween ees 132 


DOCKET OF THE COMMISSION..................... 


Member A. B. C. 
HENRY A. PALMER, Secretary 
Editorial and Business Staff = & 






PAGE 89 












































SHIP IT 





Via the ERIE 


“oh 





Erie picks it up at your door 


OU can ship your L.C.L. freight 

C. O. D. via the Erie. Broadening 
its door-to-door service, Erie not 
only picks up and delivers your 
goods—but it now collects the money 
value of the shipment as well. 


RIE does the whole job—assumes 
full responsibility. You have the 
satisfaction of dealing with but one 
dependable agency. Your shipping 


and collection details are simplified. 


HEN you use Erie C.O.D. serv- . 
W:. your shipment is speedily 
delivered—your cash is quickly re- 
tprned. Call an Erie representative 
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Erie collects and remits your money 
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SSENGER SERVICE 


Pat & 





IN FREIG 
IPMENT 


ONNEL 


FRISCO FASTER FREIGHT 


J. R. COULTER 
General Traffic Manager 
ST. LOUIS, MO. 








January 18, 1936 
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OU DON’T have to “look in the 
ice of the book” to find what you 

have to add to speed to get “on 
time” freight service! Just ask any traf- 
fic manager who “knows the ropes” and 
he’ll tell you that the correct answer is 
. . . Chesapeake and Ohio’s freight or- 
ganization. Yes sir, it’s the solution— 
and it makes the “on time” problem come 
out “right on the nose” every time! @ ® 


Chesapeake and Ohio’s “on time” freight 
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service has been the talk of the industry 


for years. Long ago, Chesapeake and 
Ohio learned to put “passenger train” 
schedules into effect in its freight service 

. and, ever since, satisfied customers 
have been applauding the results. @ ® 
The next call you have to make a ship- 
ment that must arrive “on time,” just 
telephone the Chesapeake and Ohio 
freight representative. He'll see that 


your problem is solved without a slip. 
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ELIVERY 
FREE 


Illinois Central System In- 
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augurates Free Pick-up and 










4 


4 
















Delivery Service of Less than 


Carload Freight Shipments. 


An innovation of vital 
importance in the Public 
Interest; a transportation 
service of the greatest con- 
venience, speedandreliability. 


A completed rail service on 
if — everything 
— everywhere 


— everyday 






‘.! Let us extend our railroad service to your doors. 
; Consult any Illinois Central representative for details. 







In operating this new Free Pick- 
up and Delivery Service, Illinois 

entral System will employ only 
local draying contractors—there- 
by addingstill further to the pros- 
perity of the local communities. 
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